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Revenues and Expenses 


"[UHE importance of the air 

brake equipment is not 
always considered at its true 
value in its relation to rev- 
enues and expenses. 


The road that systematically inspects 
and repairs the air brake equipments on 
its cars will manifestly have a fewer num- 
ber of cars out of service, and while in 
service the cars will certainly be more 
reliable and insure more completely 
braked and perfectly operating train unit 
service. [he maintenance expense will 
also be much less in the aggregate. “A 
stitch 1n time saves nine.” 


The more cars kept in commission the greater 
the revenue for a given total investment in rolling 
stock. As a revenue producer ‘‘one car on the road 
is,worth two in the shop.”’ 


The building of brakes has been our 
exclusive business for a lifetime 


Westinghouse TractionBrakeCo. — 
Pittsburgh, Pa. 
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Beginning with the first issue of 
TABLE OF January next, we shall publish the 
WE i table of contents on the front cover 
of each issue. In doing so this paper will return to the 
plan which it followed for a long time but discontinued two 
or three years ago. The front cover in this issue carries 


the table of contents and is an example of the plan which 
we expect to follow beginning with the next volume. 
Although this change will involve a considerable monetary 
loss to us, we believe that it will be of benefit to our 
readers. When each subscriber receives his copy of the 
paper he will be able to tell at a glance the articles which 
that issue contains, and, as on the cover this week, a few 
lines of explanatory text will be published about the leading 
articles. But the benefit of this plan will not consist simply 
of its use when a copy is received. It will be far easier 
for every reader to find a past issue which contains some 
special article for which he is looking than it, would be if he 
was obliged to open his copies and look through the pages 
of each issue. The ELecrric RAILWAY JouRNAL feels that 
these reasons for the publication of the table of contents 
on the front cover far outweigh the financial sacrifice which 


the paper must make for the service of its subscribers. 


The Railroad Commission of Cali- 


RAILWAY 
VALUATION IN fornia imposed rather a large order 
CALIFORNIA on electric railway companies when 


it required them to file at its office within 120 days “inven- 
tories and appraisals of the cost and value of their prop- 
An abstract of the order af the commission is pub- 
lished elsewhere in this issue. 


erty.” 
Unfortunately the number 
of electric railway companies in the country that have 
made inventories of physical property and have followed 
those by complete valuations of their tangible and intang- 
ible properties is comparatively small. It should be larger, 
and we believe that it would be well for all companies to 
make complete valuations of all elements of their prop- 
erty, physical and non-physical, and to keep them properly 
up to date by subsequent correct entries relating to addi- 
tions and betterments. Since, however, this ideal condition 
does not exist, the fact which it is necessary to face is that 
the companies generally have not the records from which 
full data regarding value can be readily compiled. The 
evident intention of the California commission is to super- 
vise closely all changes in the property account that follow 
the initial valuation, for the order directs the companies to 
observe the classification of expenditures for additions and 
betterments “as prescribed by the Interstate Commerce 
Commission for electric railroads so far as same is ap- 
plicable.” As the Interstate Commerce Commission has 
not prescribed a classification of expenditures for additions 
and betterments for electric railroads, this is obviously an 
error. The subject is to be taken up, however, very soon 
by the committee on a standard classification of accounts 
of the American Electric Railway Accountants’ Association 
working with the representatives of the Interstate com- 
mission. 
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President Whitridge, of the Third 
Avenue Railway, New York, who 
has disregarded precedent on a good 
many previous occasions, has done so in connection with 
the recent labor disputes on the Yonkers and Westchester 
Electric railways, of which he is also president. He has 
felt that if publicity, as recommended by every shade of 
political reformer, was the modern panacea for corporation 
evils, it should be pre-eminently so for disputes in regard to 
Hence he has given freely 


PUBLICITY IN 
LABOR DJSPUTES 


wages and working conditions. 
to the press verbatim reports of the interviews which he 
has had during the past few weeks with representatives of 
the labor organizations on these roads. He has also made 
public the letters which he has addressed to the men on 
this subject. We believe that in no better way could all the 
employees and the public be made to understand both sides 
of a question of this kind. If in-all such matters there was 
full publicity from the first there would be less incentive 
on both sides to adopt unreasonable positions, because any 
attempt to do so would alienate the favor of the public, 
which after all is the final arbiter in matters of this kind. 
With open hearings, if either the company’s representatives 
or the men are wrong in their contention, they will think 
twice before making a claim which will be recognized as 
specious by the community at large, and in the same way 
there will be less tendency to go to extreme measures if 
the public as a whole is acquainted with the facts of the 
In the case of the Yonkers and 
Westchester Electric railways the policy of giving pub- 


case from the beginning. 
licity to the discussions seems to have been effective. 


THE VALUE OF In any shop or carhouse where the 
WRITTEN force is subject to more or less 
INSTRUCTIONS change—and it is seldom that the 
personnel of any organization will exist for an extended 
period without change—the advantages of written instruc- 
‘tions covering the duties of employees are obvious. On 
the other hand, it is surprisingly seldom that the duties of 
different employees are covered by means of posted notices. 
In general, it would seem that after the first instructions 
to a new employee by the foreman it is expected that his 
future actions will be governed largely either by his own 
judgment or by such information or advice as he may ob- 
tain from other and older employees. No more unsatis- 
factory method of carrying out work, especially the work 
in direct connection with the operating department, can be 
imagined, and when trouble arises on account of something 
which has been overlooked in the line of inspection or 
minor repairs it is not at all unusual to find an operating 
employee state quite frankly that he had never heard of 
the work being done or else did not know it was his par- 
ticular duty to follow up the matter. If his instructions 
were only in verbal form he can hardly be blamed. When 
a written or printed notice is posted on the bulletin board 
or some prominent place on the walls of the shop or car- 
house covering every item of routine work and stating dis- 
tinctly that certain men will attend to certain of the items 
there is no possibility of evading or dividing responsibility. 
At the same time many things which are 

attended to in the daily 
attended to will be properly cove 


supposed to be 


routine: ; which are 


really not 
Ni cessit yi 


i a 
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arising for repeated lectures to the workmen by the fore- 
man or master mechanic of the shop. 


HIGH-SPEED ELECTRIC LOCOMOTIVES 


That electric locomotive design is not yet standardized 
is indicated by the paper read by N. W. Storer before the 
Association of Railway Electrical Engineers and published 
in these columns a few weeks ago. The problems are not 
but deal entirely with the locomotive as a 
It is easy enough to make a suc- 


electrical, 
mechanical structure. 
cessful motor equipment of a size suitable for driving a 
locomotive, but it is quite another matter to build this 
equipment into a locomotive so as to meet the severe” 
mechanical requirements of high-speed railway service. 
As has often happened before in the development of novel 
apparatus, it turns out that the ideal requirements of sim- 
plicity in mechanical construction do not lead to ideal run- 
ning properties. In the early days of electric tramways 
there was repeated revolt against intricate gearing for 
motor connection, but when the other horn of the dilemma 
was chosen and motors were built directly upon the axles 
it turned out that they mauled the track, and for that 
matter the motor armature itself, so seriously that the 
scheme was undesirable, even aside from the obvious elec- 
trical difficutties. 

The troubles which follow too great an attempt at sim- 
plicity seem to grow worse as the power and speed of the 
locomotive increase. Mr. Storer states, for example, that 
the original New York Central gearless type has never 
been entirely satisfactory on account of the tendency of 
the locomotives to “nose.” -The center of gravity is ex- 
tremely low, so that the irregularities of the track produce 
vibrations of the whole mass which easily set up synchron- 
ous oscillations resulting in serious nosing. The side blow 
upon the rail exerted when the locomptive strikes a curve 
is also greatly increased by the rigidly supported weight at 
a low elevation. The steam locomotive, as is well known, 
has a high center of gravity, and its chief mass is well sup- 
ported by springs, so that the inequalities of the track may 
set the mass to rocking but have less tendency to move it 
as a whole. Requirements of smooth running imply a rea- 
sonable degree of spring support and a center of gravity 
high enough to take advantage of this support, instead of 
driving the whole wheel system: back and forth in response 
to impulses received from a rough track. 

A later type used on the New Haven system represents. 
evolution in the direction of flexibility. In this case quills 
surround the axles, the motors being mounted rigidly om __ 
the trucks above the axles and geared down to the quills. ‘ 
This raises the center of gravity, and in connection with it 
considerable flexibility is given by the truck springs and 
quills. Therefore the wheels can follow the inequalities of 
the track without imparting momentum to the mass of the 
locomotive, and the device has been successful in making 
an easy-riding locomotive with no tendency to nose. The 
spring support seems to be good enough to remove most os 
the objections to the gearing as such, although the difficulty | 
of operating and maintaining spur gears which opera: 
te peripheral speeds still remains. This is caused by 
hiows struck by the teeth as they ¢ come into mesh with 
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other. At very high peripheral speeds the severity of im- 
pact even becomes destructive, as shown in the early at- 
tempts to produce a commercially practicable geared tur- 
bine. While the helical or “herringbone” gears have af- 
forded relief for turbine drives, the refinement necessary 
for their construction and maintenance constitutes a seri- 
ous objection to their application to the hard service and 
rough usage inevitable on locomotives. 

For this reason the side-rod type of locomotive is looked 
upon by many railroad men as the ultimate form to be 
assumed by the high-speed passenger locomotive. Such 
types may carry the center of gravity very high, as in the 
Pennsylvania locomotives, where the motors are in the 
cab and connected to the drivers by cranks, parallel rods 
and a jackshaft. In this case the practice of following the 
dynamical characteristics of the steam locomotive has led 
to good results, the machines riding very easily without 
nosing or injuring the track. The plan, however, has in- 
troduced bearing troubles, as the thrust and pull from the 
motor cranks set approximately vertically over the jack- 
shafts. combined with the horizontal strains from the side 
rods, eliminate the “neutral zone’’ of pressure and involve 
wear on every portion of the cylindrical jackshaft bearings. 
This in turn necessitates the taking up of wear in all di- 
rections instead of in only one plane, as required by the 
rod brasses of the steam locomotive, a procedure which has 
not, apparently, been reduced to practical form as yet. It 
is, however, true that the developments of experience may 
overcome this difficulty, either by decreased bearing pres- 
sure or by improved bearing design. 

In Europe several types of electric locomotives have been 
introduced with combinations of gears and side rods in 
order to overcome the objections to either arrangement 
used separately. In one the motor is geared to the jack- 
shaft, which in turn drives the wheels through connecting 
rods in a practically horizontal plane, thus permitting inde- 
pendent vertical movement between the motors and the 
wheels on the rails. This is another sacrifice of simplicity 
in construction to ease of operation and repair. But the 
fact that the arrangement has gained a foothold in Europe 
is no indication that it is the best for conditions in this 
country. 

In general American designers object to complication 
far more than their European brethren, yet one of the 
most interesting features of Mr. Storer’s paper is the 
evidence which shows the gradual progression from the 
machine apparently of ideal simplicity to successors much 
less simple but more flexible with respect to the connection 
between the enormously powerful drive and the wheels. 
Flexibility and a fairly high center of gravity seem to be 
necessary to the successful electric locomotive. They are 
equally important to a steam locomotive for the same rea- 
sons, but in the latter case it is making a virtue of neces- 
sity, since the boiler enforces a high center of gravity and 
its great weight demands adequately flexible supports. Too 
great simplicity, like too great compactness, may even be a 
vice rather than a virtue in mechanics and lead to unde- 
sirable qualities which are not evident at first sight, or 
which develop only in new applications of old and ap- 
parently well-known principles. 
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The fact remains that the electric locomotive is still in 
the experimental stage with regard to its purely mechanical 
features. Development so far has not proceeded along 
lines leading toward a single standard except perhaps in 
the increase in the size of driving wheels toward the 
theoretically correct diameter of 65 in. so as to bring the 
pull from the axles in the same horizontal plane as the 
drawbar and thus eliminate the shifting of weight from the 
front to the rear wheels resulting from the couple set up 
when the drawbar pull is above the plane of the drivers. 
The problem is indeed an interesting one, and we commend 
it to the consideration of locomotive designers with the 
certain expectation of its ultimate solution. 


GALVANIZED LINE AND FENCE MATERIALS 


Recent observations of galvanized line material, as well 
as of galvanized woven wire and barbed wire for fencing, 
show that the increased life obtained from material so 
protected is slight. We have personal knowledge of cases 
where woven wire in fencing has been in service only three 
years and is now ready for renewal. We also know of 
cases where similar material has been in service twice as 
long and the effect of corrosion is just beginning to appear. 
What is the cause of this reduced life obtained from galva- 
nized materials? Are the manufacturers becoming care- 
less of the importance of first quality in this protective 
coating, or has the increase in business been so enormous 
that in the rush to fill orders the galvanizing is slighted? 
Of course, the best results cannot be obtained from a pro- 
tective coating of this character, but it appears to us that 
the process should receive more consideration. Sher- 
ardized line materials have been put upon the market re- 
cently and are becoming very popular. But they are more 
expensive, as the process is more complicated than galva- 
nizing. This method of preserving material has not been 
extended to line wire and fencing, probably because the 
process is too costly. It appears to us that there is plenty 
of room for improvement of the galvanizing process in 
this particular field. If the manufacturers cannot see their 
way clear to develop a more substantial galvanized coat- 
ing, the engineers should insist that the life obtained from 
material thus protected should exceed that obtained from 
the products placed on the market to-day. 

In this connection we want to call particular attention to 
woven-wire fencing, which is commonly employed in in- 
closing a private right-of-way. This type of fencing fails 
not only through poor galvanizing, but through poor con- 
struction in the fabric. No portion of the fence will last 
any longer than that which has a minimum life. Usually 
the first indications of failure show in the stay wires or the 
connecting wires between the heavier longitudinal ones. 
In almost go per cent of the cases an investigation of the 
fabric shows that these stay wires are 12-gage or I6-gage 
and the longitudinal wires are 8-gage or 9-gage. Conse- 
quently when the stay wire fails it is necessary to renew 
the fencing. By specifying the same-sized stay wire as the 
intermediate longitudinal wires, the .cost .of: the woven 
wire is but slightly increased, and the maximum possible 


life of the fence is obtained. 
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Belt Lines of Illinois Traction System 


A Description of the Engineering Features of the F 


our Belt Lines Recently Completed at Decatur, Springfield, Edwards- 


ville and Granite City—How These Developments Are Affecting Traffic and Operation 


The Illinois Traction System has recently completed 
freight belt lines around the cities of Decatur, Springfield, 
Edwardsville and Granite City at an approximate cost of 
$890,000. In spite of the fact that the Ilinois State Rail- 
road & Warehouse Commission ordered separation of grade 
at practically all the intersections with steam roads, thus 
increasing the expense, the probable increase in bulk freight 
traffic and improved operating conditions warranted their 
construction. Each belt line crosses at least four steam 
roads, and this makes physical connections and interchange 
of freight a possibility. The steam road connections, how- 
ever, are not the only advantages to be gained, as the IIli- 
nois Traction System’s franchises in the cities affected 
permit the use of only certain types of freight cars, and the 
hours when freight traffic can be handled are usually re- 


DECATUR BELT 

The Decatur Belt Railway is 5.3 miles long. Construc- 
tion work was started in 1907, but owing to various reasons, 
both financial and physical, it was not completed until late 
in Igri, at a cost of $275,000. The operating difficulties: 
existing in Decatur included limitations on length of freight 
trains and the time they could be operated over the city 
streets. In addition to the franchise restrictions, the lines 
from the north to east and west and the east and west line 
encountered, a number of sharp curves which limited the 
freight traffic to that on the company’s cars. Although the 
belt line now makes it possible to handle all types of steam 
road equipment around Decatur, freight traffic into the city 
freight house is limited because of the sharp curves be- 
tween it and the belt line. By installing team tracks along 


Illinois Traction Belt Lines—View Showing Deep Cut on 
Decatur Belt ; 


stricted from 12 o'clock at night to 6 o’clock in the 
morning. 

Another limitation is the sharp curves at the street in- 
tersections. In many cases these are of only 40-ft. radius, 
thus limiting the length of trains and the types of cars 
which could be operated around them. Steam road equip- 
ment could not be handled because cars which would 
take these sharp curves were seldom found. If the com- 
pany had to refuse steam road cars the possibility of gen- 
eral freight interchange was out of the question, and only 
quantities less than carload lots and bulk freight that could 
easily be transferred were received at all. The new belt 
lines have eliminated all these detrimental features and 
steam road cars are now handled from St. Louis to Lincoln 
and Champaign, Ill. At these two cities, however, sharp 
curves restrict traffic. The company has recently completed 
surveys for a belt line around Champaign and Urbana, and 
a crossing agreement recently reached with the Chicago & 
Alton and Illinois Central railroads, which intersect at 
Lincoln, Ill., will eliminate the remaining sharp curves 
This will make it possible to handle all kinds of freight 
in carload lots north to Peoria and Bloomington and east 
to Danville. 

(r 


Illinois Traction Belt Lines—Combined Street and Belt Line 
Under-Crossing, Decatur Belt 


the belt-line right-of-way at convenient locations, however, 
bulk freight may readily be handled. 
As shown on the accompanying map, the belt line skirts 
the west and north corporation limits. Five steam roads 
are intersected and at three points expensive subways were 
constructed, the other two lines being an industrial track 
and a little-used branch line to Champaign, Ill. All of these 
under-crossings are of permanent construction, two being 
reinforced-concrete, flat-top arches and one a through and 
deck-girder bridge with a reinforced concrete ballast deck. 
These arches are of standard design, providing 18-ft. clear 
opening both vertical and horizontal. ; i 
The track and roadway construction standards employed _ 
on the belt lines include a 16-ft. roadbed on embankments 
and a 24-ft. roadbed in excavations. The track was laid © 
according to the Illinois Traction standard construction, 
which comprises 7o-lb. A. S. C. E. rail laid on 7-in. x g-in. 
x 8-ft. creosoted ties with 6 in. of gravel ballast under the — 
ties. Continuous angle bars and compressed terminal bonds 
were also included. All overhead trolley and transmission 
lines are supported on a single line of 40-ft. poles, isi 
angle-iron mast arms with catenary trolley construc 
and a 1o-ft. cross-arm carries the two three-phas: 
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mission lines. The clear distance between top of rail at 
finished grade and the trolley wire is 18 ft. 6 in., and the 
pole line is centered 8 ft. from the center line of the track. 
The maximum curvature on this belt line is 7 deg. 30 min. 
with the exception of one 30-deg. curve and one 15-deg. 
curve. The ruling grade is 1 per cent except at the sub- 
ways, where it was necessary to use 2.5 per cent in the ap- 
proaches. The grading was exceedingly heavy for so short 
a mileage, owing to the topography and the three subways. 
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Illinois Belt Lines—Standard Track Construction 


The total quantity of material handled was 240,000 cu. yd. 

At the present time the traffic over this bet line includes 
all through freight, bulk freight and through passenger ex- 
cursion trains. As the belt line taps a territory not served 
by the local street railway, which is owned by the McKinley 
interests, service is furnished over that portion of the belt 
lying west of the main line to Bloomington. 

SPRINGFIELD BELT 

The Springfield Belt Railway, like the Decatur belt line, 
was built to facilitate operation of freight trains to and 
from the east and north to St. Louis. The McKinley inter- 
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Although the Springfield belt line is but stightly longer 
than the one at Decatur, being 5-9 miles, it was consider- 
ably more expensive, although the total quantity of grad- 
ing was only 135,000 cu. yd., the district traversed being 
comparatively flat. The greater total cost, which was $350,- 
000, was due to two expensive grade separations and two 
interlocking p:ants. This belt line begins at a point north- 
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Illinois Belt Lines—Map of Decatur Belt 


east of the center of Springfield and follows in a general 
way the east and south corporate limits, connecting with 
the traction company’s St. Louis line southwest of the city. 
Four steam railroads and one electric railway are inter- 
sected by the belt line—the Cincinnati, Hami:ton & Dayton 
Railway, the Baltimore & Ohio Southwestern Railway, the 
Illinois Central Railroad, the Chicago & Alton and the 
Clear Lake & Rochester Electric Railway. The interlock- 
ing plant at the Cincinnati, Hamilton & Dayton includes 
protection for the Clear Lake electric road crossing, home 
signals being installed on the belt line and the e’ectric line, 


Illinois Traction Belt Lines—Viaduct Over Steam Roads on the Springfield Belt 


ests do not own the Consolidated Railway of Springfield — 


and consequently operate through this city under a trackage 
agreement. As the agreement includes the payment of a 
unit sum per car mile operated over the street railway lines, 

3 the belt is quite a factor in reducing the amount of money 
_ necessary to pay the railway under the terms of this agree- 
ment. The bulk freight over this belt line includes coal 
from the south to the Riverton and Peoria generating sta- 
; and grain and gravel south to St. Louis, where the 

n nects with several steam roads. 


but both home and electrically operated distant signals were 
provided on the steam road. 

The interlocking plant at the Baltimore & Ohio South- 
western was made more expensive because protection had 
to be installed for the leads to the switching yards and to a 
coal mine, both of which came inside the limits. In addi- 
tion to housing the interlocker in a permanent building, 50 
ft. long by 20 ft. wide, of the Illinois Traction standard de- 
sign, provision was made for a 500-kw substation, This in- 
stallation is novel in that the electrical equipment was all 
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placed on the first floor so that space could be provided in 
the tower for the interlocking levers and the substation 
switchboard. A cross-section of the building is shown in 
the accompanying illustration. At one end are the stairs 
from the second floor and the interlocking mechanism, and 
at the other end, in the single-story section, 18 ft. long, 
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Illinois Traction Belt Lines—View Showing Viaduct Con- 
struction on Springfield Belt 


are the rotaries. Between these are located the lightning 
arresters, oil switches and transformers. On the upper 
floor are the switchboard and the interlocking levers. A 
single attendant is able to handle both the interlocker and 
substation, as neither requires constant attention. The 
signaling here includes both home and distant signals on 
the steam road and home signals on the belt line. 

The grade separation at the Illinois Central required the 


—_ 


Illinois Traction Belt Lines—View Showing Track Con- 
struction and Interlocker Signal, Springfield Belt 


construction of an expensive undercrossing. Both the 
drainage and excavation in the subway were difficult. as a 
considerable portion of the underlying material was sand- 
stone. The approaches to the subway at this point included 
the heaviest section of grading on this belt line as the steam 
road was practically on the natural ground and the terri- 
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tory on both sides was flat for a considerable distance. A 
highway bridge was also provided over the subway ap- 
proach, and this also added to the expense. 

Probably the largest single item of expense was the via- 
duct over the Chicago & Alton, which included approxi- 
mately 14 mile of structural steel tower girder construc- 
tion. A view of a portion of this structure is shown on 
the opposite page. Like the construction standards em- 
ployed on the Decatur belt line, all waterways and bridges 
were installed of concrete and steel. Creosoted ties, 70-lb. 
A. S. C. E. rail and Continuous joints were used. The 
width of right-of-way purchased was sufficient to take 
care of the grading, and in many instances provision was 
made for future side tracks and connections to industries. 
The maximum curvature is 8 deg. 30 min., and the ruling 
grade is I per cent. 

The present standard freight train comprises fifteen to 
twenty cars with engine and caboose. Freight traffic over 
the Springfield belt line includes from six to eight trains 
each way daily. The fact that all the steam roads entering 
Springfield except one are crossed by the electric line 
makes the location of industries along the belt line desir- 
able. Already a number are being served, and track con- 
nections are now being constructed to a large coal mine 
and paving brick plant. 

Work on this belt line was begun in 1909, but it was 
not ready for operation until the spring of 1911. Consid- 
erable delay was experienced in obtaining satisfactory 
crossing contracts with the steam roads, as they all de- 
manded grade separations, two of which finally were found 
impracticable, and the interlocking plants were installed. 

THE EDWARDSVILLE BELT 

Like the other two belt lines the Edwardsville belt line 
lifted an embargo off certain classes of bulk freight 
which could not be handled on account of franchise re- 
strictions and existing track conditions. Edwardsville is 
situated northeast of St. Louis in the bluffs bordering the 
Mississippi River Valley. The country to the east and 


west of the city is very rolling, thus requiring heavy grad- 
ing if the 1 per cent ruling gradient was to be maintained. 


Illinois Traction Belt Lines—Substation and Interlocker, os 
Springfield Belt 


After a number of surveys had been made it was decided 
to use the east route, This promised to be the cheapest, as 
the two steam railroad crossings could be made at the least. aa 
expense. One was intersected cat a high trestle which 
would provide a temporary undercrossing, and the other 
offered the cheapest over-crossing with conditions favo 
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a grade crossing if it was so ordered by the Illinois State 
Railroad & Warehouse Commission. The latter method 
of crossing was ordered with a protecting interlocker. 

One condition which added considerable to the total cost 
of this belt line was the large number of under-crossings 
required in the contracts for right-of-way, there being no 
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Illinois Traction Belt Lines—Cross-Section of Substation 
and Interlocking Tower 


less than eight in 2.6 miles. This was due to the rough 
topography which made grade crossings impracticable. A 
number of these crossings were taken care of with per- 
manent structures of reinforced concrete, but others were 
of temporary construction, as it was thought that as the 
territory was built up they would no longer be required. 

The total quantity of earth handled in grading this belt 
line was 124,000 cu. yd. This permitted the ruling gradient 
to be 1 per cent with a maximum of 1.2 per cent and a 


Illinois Traction Belt Lines—Typical Highway Under- 
Crossing, Edwardsville Belt 


maximum curvature of 6 deg. The company’s standard 
track and roadway construction was employed, providing a 
16-ft. roadbed on embankments and 24 ft. in excavations. 
The transmission and trolley overhead lines are supported 
on a single line of poles located 8 ft. from the center of the 
track. In order to comply with the special requirements at 
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the steam-road intersections it was necessary to provide 
more substantial construction in the transmission line. The 
steam roads required that the 33,000-volt a.c. lines should 
pass overhead, providing 23 ft. clear head room. In order 
to accomplish this at the subway under the Toledo, St. 


Illinois Traction Belt Lines—Second Floor of Substation, 
Showing Relative Positions of Switchboard and Interlocker 


Louis & Western Railroad, structural-steel towers were 
purchased from the Archbold-Brady Company. A view of 
this crossing is shown in the illustration on the next page. 
The total cost of this belt line was $180,000. 

Although all the regular passénger trains continue to 
use the tracks in the streets of Edwardsville, all the freight 
and express trains are carried around the belt line. The 
freight house, which originally was situated in the center 
of the city, has been moved to a point on private right-of- 


Illinois Traction Belt Lines—Reinforced Concrete Highway 
Over-Crossing, Edwardsville Belt 


way as near the business district as possible, so that there 
would be no restrictions on freight traffic. The belt line 
taps a territory which is desirable for industries, and a 
track connection at the grade crossing with the steam roads 
southeast of the city will permit the interchange of freight 
with four steam roads. 


a hy eae 
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GRANITE CITY BELT 

The Granite Gity belt line is 1.5 miles in length and no 
serious construction difficulties were encountered. The 
country is flat and being new is sparsely built up in the 
territory traversed by the belt line, The maximum curva- 
ture is 6 deg., and the maximum grade is 0.3 per cent. This 
short line cost $82,000, a large portion of which was spent 
in securing a satisfactory right-of-way. It taps several 
large industries, one steam road and two electric lines. The 
purpose of a belt line at Granite City is the same as in the 


Illinois Traction Belt Lines—Subway and Transmission 
Towers, Edwardsville Belt 


other cases; it removed freight traffic from the public streets 
and gave the company an unrestricted right to haul freight 
at all times. 

The engineering features on these four belt lines were 
handled by the Illinois Traction System’s engineering de- 
partment, with L. B. Martin as engineer maintenance of 
way, under the general supervision of H. E. Chubbuck, 
vice-president executive. All grading was done under con- 
tract, but the track and practically all the bridges were con- 
structed by the company’s forces. 


HEARINGS ON CHICAGO WAGE QUESTION BEFORE 
BOARD OF ARBITRATION 


The question of schedules occupied the attention of the 
board of arbitration in the Chicago City Railway case dur- 
ing the session of Nov. 6. As it was apparent, however, 
that no progress would be made, it was decided to adjourn 
for the day and give the company and the representatives 
of the employees an opportunity to reach an adjustment of 
this question by themselves. 

Chief Justice Orrin N. Carter of the Illinois Supreme 
Court, the third member of the board, said that this ques- 
tion was more complicated than any lawsuit with which he 
had ever been connected either as lawyer or judge. He 
said that the arbitrators had racked their brains trying to 
evolve a scheme whereby the trainmen could get straight 
runs and continuous hours of work, but that they had 
failed. 

Corroborating this statement, Judge Kickham Scanlan, 
member of the board representing the men, said that the 
oldest employees of the road who had told of long hours 
had not been able to make practical suggestions to remedy 
conditions. ; 

Following the adjournment a number of the questions 
affecting relations between the company and employees 
were adjusted at a conference held in the office of L. A. 
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Busby, president of the Chicago City Railway. With this 
agreement upon questions affecting working relations the 
remaining points to be settled by the board relate to wages, 
extra compensation for night runs and several other mat- 
ters. It was found to be impracticable to make radical 
changes in rush-hour schedules. The company asked for 
suggestions from the men, but it is said that the latter 
agreed that in order to give proper service it was neces- 
sary for employees to suffer some inconvenience. The men 
withdrew their demands for a nine-hour day within twelve 
consecutive hours. 

In announcing a settlement upon some of the questions 
at issue when the board resumed its hearing on Nov. 8, 
W. D. Mahon, representing the employees, said that they 
had accepted the agreement regarding schedules in the spirit 
of compromise in order to facilitate an adjustment of the 
whole dispute. While the provisions were not just what 
the men wanted, he believed they were the best that could 
be had under existing conditions and asked, therefore, 
that they be entered as the finding of the board. 

At the session on Nov. 9 representatives of the men asked 
that the board order the companies to produce their original 
books of record, showing their exact profits. N. G. Moore, 
attorney for the company, objected to an entry directing 
that the private records of the company be brought into 
the court. Mr. Mahon replied that a member of the board 
had intimated that the whole question of wages hinged on 
the earnings of the company. Judge Scanlan, represent- 
ing the employees on the board, declared he had not said 
that the findings would be based entirely on the earnings. 
Justice Carter said that so far as he was concerned he had 
not made up his mind on any of the points at issue. 

At the session on Nov. 11 President Busby of the Chicago 
City Railway said that all the figures would be introduced 
when the company presented its evidence and that any 
books needed to check the accuracy of the statements would 
be turned over for examination. He said that as the books 
were in daily use the examination should not be allowed to 
interfere with the business of the company. It was decided 
that an effort should be made to expedite the hearing, as 
Justice Carter finds that the work is likely to take much 
more of his time than he anticipated. 

Further arguments regarding the production of the books 
of the company took place at the hearing on Nov. 12. 
Mr. Mahon insisted that the board make a ruling on the 
question whether the company should be required to produce 
its books. 

Justice Carter said that the board did not want a situa- 
tion to develop before it that would necessitate the with- 
drawal of either side if it did not get what was desired. He 
said that the board had no authority to compel the company 
to produce its books unless it was willing to do so, no matter 
what ruling might be made. He declared that the company 
had not refused to produce the books. if it was shown that 
they were necessary to throw more light on the subject. 

N. G. Moore, representing the Chicago City Railway, said 
that he intended to place President Busby of the company 
on the stand and testimony could be given then relating to 
the financial results of operation of the road. He said 
that the figures of gross receipts, operating expenses, wages 


paid motormen and conductors and testimony on all other — 


points bearing on the controversy would be introduced in 
evidence and that no audit such as that proposed by Mr. 
Mahon could possibly alter the situation. ‘ 
Mr. Busby declared that if any question was raised as to 
the accuracy of the statements he would produce he was 
perfectly willing to have the arbitration board name any 
expert accountant to go through the books and verify his 
statements. He was entirely ready to show everything 


pertaining to the financial side of the company’s affairs, but ’ 
did not propose to be placed in a false light by the implica-_ 


‘tion that there was something the company wanted to 
conceal, : : wo 
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New Power Station and Line Construction in 
Lexington 


A Description of a Recently Constructed Public Service Plant in a Fertile Farming Region, Supplying Power, Light 
Transportation and Ice to the Tributary Country—An Account of Other Recent Improvements 
Recently Installed by the Kentucky Traction & Terminal Company 


The modern central-station idea applied to the centralized 
production of light, power, traction, and even ice, has been 
introduced ,in the urban and suburban communities located 
within a radius of 30 miles from the city of Lexington, Ky., 
by the construction of a 5000-kw power plant. Besides 
providing electric light, power and street railway service 
for Lexington, a city of 35,000 population, energy is trans- 
mitted to light a number of outlying towns, and the whole 
surrounding community is knitted together by a system of 
interurban lines supplied with power from the same station. 
Exhaust steam from the plant auxiliaries is also converted 
at good economy into ice, which is distributed by special 
ice cars to the surrounding towns. The local Lexington 
utilities are supplied through two 4000-2300-volt, four-wire 
lighting feeders, a similar three-phase power feeder and 


the fuel can be easily shoveled across from the cars to the 
stoker hoppers. The pit, from which the crane bucket 
ordinarily picks its supply for the furnaces, has been made 
watertight, to gain the advantage of under-water coal 
storage if desired. 

Under ordinary operating conditions the present stoker 
hoppers hold enough coal to last the furnaces three to four 
hours. It takes about twenty minutes of an attendant’s 
time on the crane to refill all the hoppers. Heavy sup- 
porting trusses, necessary with overhead bunkers, are 
avoided, and the equipment is equaily useful for hoisting 
ashes from the ash pit at one end of the boiler room and 
loading them on board cars or into a wagon dump outside 
the station. Without hand trimming, the crane operator 
can unload a car of coal practically clean in twenty minutes, 


Lexington Improvements—View in Turbine Room, Showing Motor Generators and Refrigerating Machinery 


nine 800-amp, 600-volt railway feeders, while 33,000-volt, 
6o-cycle energy is transmitted to railway substations at 
Paris, Frankfort and Nicholasville, as well as to combina- 
tion railway and lighting substations at Versailles and 
Georgetown. 
COAL-HANDLING EQUIPMENT 

The new station is a steel-frame structure, with concrete 
foundations, floors and roof, and walls of red brick. The 
boiler room measures 74 ft. x 82 ft. in plan, one entire side 
being occupied by the 700-ton coal-storage pit which is 64 ft. 
long, 24 ft. wide and 21 ft. deep. A spur railroad track is 
carried over the pit opening on steel I-beams, enabling coal 
from dump-bottom cars to be discharged directly into the 
pit. Ordinary gondola cars can be un'oaded by means of 
a 5-ton Toledo crane bucket, the coal being discharged, as 
desired, either into the pit, into an Orten & Steinbrenner 


coal crusher or directly to the hoppers of the Murphy: 


mechanical stokers. In case of any accident to the crane 


taking alternate grabs first at the ends-of the car and then 
at the center, and then scooping up the piles left between. 
BOILERS AND STACK 

There are now installed four 500-hp Murphy Iron Works 
boilers equipped with Dutch-oven furnaces and mechanical 
stokers operable either by a small steam engine or by a 
10-hp, 600-volt motor. These boilers generate steam at 
190 lb. pressure and 125 deg. Fahr. superheat and are con- 
nected by 10-in. headers, with 8-in. lines leading to the 
turbines. 

A concrete stack, 214 ft. high and 12 ft. in inside 
diameter, carries off the products of combustion. Above the 
breeching entry the stack wall is double, with an annular 
2-in, air space separating the 8-in. brick lining from the 
16-in, concrete shell. A steel breeching 15 ft. wide by 9 ft. 
high, lined with brick, extends across the boiler-room roof, 
with provision for serving a future group of four boilers. 

A useful adjunct to boiler operation in this plant is a 
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pair of indicating wattmeters mounted midway in the firing 
aisle, showing the firemen at all times the load in kilowatts 
carried by each turbine unit in the main generating room. 

Special notice must also be directed to the lighting of 
this boiler room, effected by twelve 500-watt tungsten lamps, 
two in each of the six bays, an expenditure of about 1 watt 
per square foot of area. 

TURBINE GENERATORS 

Two 2500-kw turbo-alternators comprise the prime- 
mover equipment of the main engine room, which measures 
ror ft. by 43 ft. These are horizontal six-stage Curtis 
turbines, running at 1800 r.p.m. and driving General 
Electric 4000-2300-volt delta-connected three-phase, 60-cycle 
generators. 

Beneath the turbines are mounted Wheeler surface con- 
densers which are guaranteed to hold a vacuum of 27.1 in. 
with 85-deg. cooling water. During the past summer 
season these condensers were operated on circulating water 
as hot as 100 deg. Fahr. and developed 26.9 in. vacuum at 
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well, in order to cool down the pond. The condensers are 
provided with a weir, so that the water flow can be 
measured. Their condensate is collected, reboiled and fil- 
tered and finally delivered to the neighboring tank house, 
to be frozen into distilled-water ice. 
ABSORPTION-TYPE ICE-MAKING EQUIPMENT 

Exhaust steam is taken from either of the 50-hp Terry 
non-condensing turbines on the circulating pumps. The 
plant, which is of the absorption type, was installed by the 
Carbondale Machine Company and has a rated capacity of 
75 tons of distilled-water ice. The generator, its steam- 
driven weak-aqua pumps and the aqua tank are installed in 
the engine room. The absorber and atmospheric-type 
ammonia condenser are located on the boiler-room roof. 
The former 60-ton freezing-tank house, 500 ft. from the 
plant, is still utilized with the new absorption equipment. 
Condensate collected from the turbine surface condensers 
is reboiled, purified in an International filter, and then 
delivered to the distant can room by a 5-hp motor-driven 


i 
q 
f 

ai ate 


—————t 
GO): 
‘ a 
Crane 
High-Tension 
Ai ehintne oe at ah coke Oe Bh AN eaten Mi 
Arresters 2500 Kw. 
=H) Generator ! Coal Coal Car 
De, aE Switchboard, a : Oilers | Hopper 
mae oe 16 Cire. Pump 
Switch House 
10 Cire, 
Pump ® 
9 ea 
Transformer — | |» > He atte Fy Coal 
and Bus 3 Pld eo tl oy ES Br Storage Pit 
Compartments a b ay ap ser i regis 
ig .|Condenser ajc waar oa 
: Et 


Lexington Improvements—Cross-Section of New Power Station 


full load. A cooling pond tooo ft. distant, a part of the old 
plant equipment, is equipped with spray nozzles and cools 
the water for the condensers by atmospheric evaporation. 
Lexington is underlaid by no water-bearing strata, and 
surface water collected in a reservoir is depended upon 
for the city supply. The cooling-pond make-up water is 
purchased from the city. : 

Condensing water flows 1000 ft. from the cooling pond to 


‘the plant, through a 33-in. concrete tunnel, by gravity. 


From the intake well it is circulated through the condensers 
and thence back through a 30-in. iron pipe to the cooling- 
pond nozzle sprays by a pair of 50-hp Terry turbines 
driving Wheeler 16-in. centrifugal pumps, one pump unit for 
each turbine set. These pumps develop about 20 lb. pres- 
sure, 10 Ib. of which is available at the nozzles. There 
are ninety-one of these 3-in. Schutte & Koerting nozzles, 
mounted on I0-in, pipes and so arranged that they can be 
operated in fractional groups proportional to the load. 

A Io-in, turbine-driven pump was also installed for pro- 
viding reduced condenser circulation at light loads. Since, 
however, the temperature of the cooling pond rises during 


the heavy-load period of the first part of the night, it has 
been found the best practice to continue running one of 


the larger pumps during the early-morning light loads as 
{ut 
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pump. Cooling water for the ice plant condensers is taken 
from and returned to the main condenser inlet well. For 
this purpose the equipment, in duplicate, comprises a 25-hp 
motor driving a 600-gal. centrifugal pump anda 35-hp 
motor driving a 1000-gal. pump. 
Part of the ice made is sold locally at wholesale and 

retail through the company’s delivery system, and part is 
loaded into interurban ice cars which supply the surround- 

ing towns. This outlyirig demand enables the ice plant to — 
be run at nearly rated output all winter. When the demand 
is slack, however, ice can be piled away in the 2000-ton 
storage house, which is specially insulated with cork and 
concrete. ro 


PRIME MOVER AUXILIARIES Si 

For excitation of the main generators there are twe 
75-kw, 125-volt direct-current sets, one driven at 3600 r.p 
by a Curtis steam turbine and the other at 1200 r.p.m 
a General Electric induction motor. A complete si 
system connects the turbine operating positions wi 
switchboard. At each end is a pair of two-wa s 
controlling lamps opposite the legends “Start,” 
“Load On,” “Load Off,” “Assistance Wanted,” 
To signal, the switchboard attendant pushes 
lighting the corresponding lamps, and the 
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acknowledges receipt of the signal by closing his switch, 
extinguishing the lamps. 
RAILWAY MOTOR GENERATORS 

Installed on the main engine floor are two 750-kw Gen- 
eral Electric railway motor-generator sets. Their syn- 
chronous-motor elements are designed for 90 per cent 
power factor and are operated taking a leading current, 
thus helping to keep the station power factor at unity. 
These units run at 514 r.p.m. and have interpole 600-volt 
generators. Provision is made for starting these sets from 
either the direct-current or the alternating-current end. 

Mounted on the end of its shaft, each motor-generator 
set has its individual exciter. By an arrangement of inter- 
locked knife switches on the main board, either motor- 
generator set can be excited from its own exciter or from 
the main excitation bus, but connection of the small sep- 
arate exciters to the main bus in any way is rendered im- 
possible. The switches themselves are mounted back of 


the board, to avoid danger of burning the operator, who 


Lexington Improvements—Exterior of Power Station 


controls their movements through pull-handles from the 
front. In making transfer connections the field terminals 
are so arranged as first to wipe across the discharge con- 
tacts.” Lay ALS ep = ie 

The engine room is seryed by a 35-ton Toledo 600-volt 
’ motor-operated crane. It is lighted by twelve 500-watt 
ttingsten ceiling lamps’ besides a number of three-lamp 
bracket fixtures on the side walls. 

: _ SWITCHBOARD APPARATUS 

The black-slate switchboard, on the main engine room 
floor level, comprises panels controlling the various prime 
movers, exciters, motor-generator sets, railway direct-cur- 
rent feeders, power and lighting 60-cycle feeders and 33,000- 
volt transmission line switches. 

A large-scale indicating wattmeter, mounted on a swing- 
ing bracket at one end of the board, is equipped with a 
supplementary contact switch. This, by making proper 
connections, converts the instrument into a power-factor 
‘meter. On the 4000-volt grounded-neutral power-circuit 
panel only a single ammeter is provided, but a three-point 
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switch is arranged so that this meter can be connected to 
any of the three-phase series transformers. For the un- 
grounded 33,000-volt line one ammeter similarly serves to 
read the current in either of two of the phases. 
4000/2300-VOLT BUS STRUCTURE 

Although the motor-generator neutral points are solidly 
grounded, the turbo-alternator windings are earthed through 
remote-controlled oil switches. A series transformer in the 


Lexington Improvements—Main Units in Turbine Room 


main ground circuit enables the unbalanced current to be 
read on a meter on the switchboard. The 4000/2300-volt 
neutral ground is joined to the negative trolley feeder, 
which, besides connection to the track rails, is further 
earthed by driving twenty-five 114-in. pipes to ft. into the 
ground and surrounding them with salt to insure moisture. 

On the basement level, directly beneath the switchboard, 
is the 4000/2300-volt brick bus structure. The solenoid- 
operating mechanisms’ of the oil switches are mounted at 
the rear of the brick structure, pull rods extending through 
openings to the 12-in. x 5-ft. switch chambers in the front. 
The bus itself is divided into two halves, each with a 
turbine, motor-generator, feeders, etc. Knife-type switches 


Lexington Improvements—High-Tension Exit, Showing 
Indoor Mounting of Arresters and Horn Gaps 


connect the two sections, to one of which is tapped an 
aluminum-cell bus arrester, with discharge alarm, ete. 

The 125-volt direct-current operating bus for the oil- 
switch solenoids is energized from a small Electric Storage 
Battery sixty-cell equipment, which is also available for 
station emergency lighting. This battery is installed in a 
ventilated cabinet on the upper floor and is charged from 
a 5-kw motor-generator set. 
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HIGH-TENSION TRANSFORMERS 

A delta-connected group of three 500-kw, 4000/33,000- 
volt General Electric oil-insulated, water-cooled trans- 
formers supply the two outgoing transmission circuits, one 
to Versailles, Nicholasville and Frankfort and the other 
to Paris and Georgetown. The transformer room is a con- 
crete chamber, with Kinnear self-closing steel doors. It 
adjoins the bus department. By an arrangement of doors 


Lexington Improvements—Portable Substation 


and hatches the transformers can be hand!ed by the turbine- 
room crane. A spare unit is kept on hand. 

The cooling water for these transformer units is taken 
directly from the city mains and forms the make-up supply 
for the cooling pond, being discharged into the condenser 
intake line as it leaves the transformers. The discharge 
pipes are brought up to the main turbine-floor level where 
the flow can be inspected and regulated without entering 
the transformer chamber. 

Above the transformer room on the main- Heer level are 
General Electric K-10 solenoid-operated oil switches for 
the 33,000-volt lines. There are two separate high-tension 
line switches besides the main transformer switch, and all 
are equipped with overload and no-voltage-release relays. 
The aluminum-cell lightning arresters for these lines are 
installed on the gallery level above. The lay-out here is 
rather unusual in that only a single set of entry bushings 


ELECTRIC RAILWAY JOURNAL 


[Vor. XL, No. 19. 


25-cycle current at a moderate voltage, and in view of the 
extensions and a desire for greater efficiency a change-over 
of the entire system to 60 cycles was effected and the 
voltage was raised from 13,200 to 33,000, In consequence 
it became necessary to reconstruct the existing transmis- 
sion lines of the property and to rebuild 53.65 miles of 
transmission lines to reach the new substations added to the 
property. : 

The 33,000-volt transmission lines are carried upon 
wooden trolley poles set 7 ft. in the ground along the right- 
of-way, two of the high-tension wires being supported on a 
cross-arm about 1 ft.. from the extreme top which is sur- 
mounted by a 5/16-in. galvanized strand ground wire. The 
latter is earthed at intervals of 800 ft. through a No. 6 
bare steel copper-clad wire terminating in a 34-in. ground 
pipe 16 ft. long and extending 8 ft. into the earth. The 
third high-tension wire is carried on a wood bracket 4 ft. 
6 in. below the upper arm and extending in toward the 
rails. 

The trolley wire is carried on a 9g-ft. flexible bracket 
with a span wire giving the trolley wire an elevation of 
19 ft. above the rail. Just below the bracket is a four-pin 
cross-arm carrying the d. c. feeders, these being con- 
nected through the span wire to the trolley wire at inter- 
vals of 1000 ft. 

Sixty-thousand-volt standard construction is employed 
on the transmission lines radiating from the Lexington 
station, although these now operate at 33,000 volts. Poles 
varying from 30 ft. to 70 ft. in height, spaced 200 ft. apart, 
adapt the grade of the line to the hilly country traversed. 

The Frankfort-Versailles circuit is tapped by pole-top 
disconnect switches at a point about 6 miles from the sta- 
tion for a line serving Nicholasville to the south. A sim- 
ilar pole-top .switch supplies the Georgetown substation 
from the Paris transmission line. 

For each of the three railway substations at Paris, 
Frankfort and Nicholasville the standard equipment com- 
prises three 100-kw, 33,000/370-volt transformers .and a 
300-kw, 60-cycle rotary converter set, all of General Elec- 
tric manufacture. The combination lighting substation at 
Versailles has in addition three 75-kw, 2300-volt lighting 
transformers and a mercury-arc rectifier set. Westing- 
house lightning arrester and transformer equipment is used 
at Georgetown, with a 150-kw Allis-Chalmers motor-gen- 


Lexington Improvements—Entry for High-Tension Cables 
for Portable Substation 


is used to admit the line conductors, the horn gaps and 
arrester taps being all inside the room itself. Copper 
tubing 3% in. in diameter is used for the high-tension bus- 
bars, choke coils, etc. 
33,000-VOLT LINES AND SUBSTATIONS 

The organization of the Kentucky Traction & Terminal 
Company effected the consolidation and reorganization of 
several electric power producers which were transmitting 


Lexington Improvements—View of Interurban Ice Car 


for Supplying Local Ice Wagons 


erator set to provide 600-volt trolley service. 
station also does the city lighting and operates several 
induction-motor-driven water-works pumps. 

For flexibility in following temporary traction loads, such 
as local fairs, etc., 
has been installed in a 35-ton steel car. Although a trailer, 
this car is completely equipped with air brakes for control 
in descending the steep grades on the lines. A miultiga 


This sub- 


a 300- ine rotary-converter substation 
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arrester is installed for lightning protection. One set of 
disconnect switches at this entry lead to the arrester, the 
other group to the transformers. 
TRACK CONSTRUCTION 

The accompanying line cut shows a cross-section of the 
standard type of track construction, of which 4 miles was 
laid in the city of Lexington, and in addition thereto 2.5 
miles of the existing track rebuilt with old rail, the or- 
dinary type of macadam pavement being relaid. The 
schedule of consolidation also included an extensive recon- 
struction of a section of the interurban track, ballasting 
of 40 miles of track and reconstructing a portion of the 
existing track in the city of Frankfort. The interurban 
track was constructed with 6-in. by 8-in. by 8-ft. wood ties 
set in 12 in. of crushed stone, the bottom of the tie being 
separated from the sub-grade by a 6-in. layer of the ballast. 

CAR REHABILITATION 

Car rehabilitation included the reconstruction of twenty- 
two closed, single-truck city cars and nine open cars. 
There were added to this five new single-truck closed cars 
in Lexington. The rolling stock in Frankfort was discarded 
entirely and seven new cars were added to this property. 

In the reconstruction of the city cars a pay-as-you-enter 
form of car was worked out suitable for local conditions, 
including doors only on the front exit side. Passengers 
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Lexington Improvements—Section of Track Construction 
enter by the rear and leave by the front. The front door 
operates very simply and is opened for the passengers by 
release of a trip by the motorman. This door swings out 
into the street and the starting movement of the car auto- 
matically closes it. 

Interurban rolling stock was reconstructed and extended 
in length, new trucks and motor equipment being installed. 
The company is using a standard type of interurban car, 
consisting of three compartments. These are a combined 
baggage and smoking compartment, a compartment for 
colored passengers and the main compartment of the car. 
Cars for heavy line service are 57 ft. over all and weigh 
approximately 36 tons. A lighter type of car is used which 
is 53 ft. over all with a seating capacity of forty-four, but 
with three combined compartments. 

CONSTRUCTION AND ADMINISTRATION 

Work was started on the new Lexington station Sept. 9, 
1911, and the first machine began operation Aug. 12, 1912. 
In these eleven months there were fifty-four full days of 
rain, cold and snow when no work could be done, so that 
the plant was virtually erected in nine months. Sargent 
& Lundy, Chicago, were the consulting engineers, their 
resident representative on the work being H. G. Arm- 
strong. G. C. Hyde had charge of electrical construction. 

W. F. Bacon is vice-president and general executive of 
the Kentucky Traction & Terminal Company, among whose 
subsidiaries is the Lexington Utilities Company. George 
MacLeod, chief engineer, J. P. Pope, electrical engineer, 
and A. A. Robertson, superintendent of production, are in 
charge of the power and ice plant. 


1 
The Cairo Tramways Company has submitted proposals 
to the Egyptian government to extend the tramway system 
by the construction of three new lines—one from Mena 
House to Kardasa, another from Saft-el-Laban to Man- 
sourieh, and a third from El Talbieh to Sakkara. 
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ORDER OF CALIFORNIA COMMISSION REQUIRING 
VALUATIONS OF ELECTRIC RAILWAYS 


A report of the Railroad Commission of California, dated 
Oct. 17, 1912, includes an order that electric railway com- 
panies shall make valuations of their property. This action 
follows an order of the commission passed on Oct. 24, I9II, 
requiring companies to file copies of alignment maps, station 
plots and profiles. The data required then were considered 
by the commission as contributing to the end sought by the 
present order. The report says in part: 

“Be it ordered that each and every company owning and 
operating an electric railroad in this State shall prepare 
and file with this commission at its office in the city and 
county of San Francisco, State of California, on or before 
120 days from the date of service of this order on each of 
said companies, respectively, inventories and appraisals of 
the cost and value of their property in the State of Cali- 
fornia, upon printed blank forms, marked forms Nos. 1 to 
49 inclusive, which wiil be furnished by this commission 
with this order. Such inventories and appraisals shall be 
prepared as outlined on said forms, and also in accordance 
with a set of instructions approved Oct. 17, 1912. 

“It is further ordered that each of said electric railroads 
shall prepare and file with this commission within sixty days 
after June 30 of each fiscal year hereafter, and upon the 
printed blank forms herein referred to, a supplementary 
inventory and statement, marked ‘additions,’ showing in the 
detail prescribed the amount of actual cost of all additions 
and betterments which were made to road and equipment 
during each fiscal year. Also each of said companies shall, 
at the same time and for the same period, file a similar 
inventory and statement of ‘deductions,’ which shall show 
in detail the amount and ‘value’ of all property which has 
been replaced or abandoned during each fiscal year. The 
‘value’ given shall be such ‘reproduction value’ as was 
assigned to said property and approved by the commission 
in the general inventory and appraisal of the property of 
said companies which will be filed in pursuance of this 
order. Said companies will have in mind in the preparation 
of said supplementary statements that same are to be used 
by this commission for the purpose of correcting and 
amending the general inventories and appraisals filed in 
pursuance of this order, and making them as of date June 
30 of each fiscal year. In carrying out the provisions of 
this section of this order, the said companies will observe 
the classification of ‘expenditures for additions and better- 
ments’ as prescribed by the Interstate Commerce Commis- 
sion for electric railroads, so far as same is applicable; and 

“It is further ordered that the secretary of this com- 
mission be and he is hereby directed to serve a copy of 
this order on each of said electric railroad companies, and to 
notify each thereof to comply with the requirements hereof.” 


STATISTICS OF TYPES OF RAILS 


There has been a rapid increase in the number of open- 
hearth steel rails manufactured in the United States as 
compared with Bessemer steel rails. The figures appear in 
the annual statistical report for 1911 just published by the 
American Iron & Steel Association. Figures showing the 
gross tons for each type of rail for a few recent years 
follow: 


Total ; 


Year, Bessemer Open-Hearth 
Gross Tons. Steel Rails. Steel Rails. Steel Rails. 
HOA eek cial te drive, tana (las Gigeh sue 2,383,654 1,333 2,384,987 
LOGE. Muratieriiae o aatiave <cfset 3,192,347 183,264 3,375,611 
TOO ye te Aaa 010 PR RMN voor 1,767,171 1,256,674 3,023,845 
see ete orig orka’s ieee 1,053,420 1,676,923 2,822,556 


The total figures for 1911 include 462 tons of rails rolled 
from e'ectric steel and 91,751 tons of renewed rails or rails 
re-rolled from old steel rails which the manufacturers 
could not classify. 


1028 


ELECTRIC RAILWAY JOURNAL 


[Vot: XL, No. 109. 


Preparing Men for Street Railway Service in 
Boston 


A Detailed Description of the Methods Followed in Selecting and Training Applicants for Positions as Platform Men 
on the Surface Lines in Boston 


BY EDWARD DANA, ASSISTANT SUPERINTENDENT OF TRANSPORTATION BOSTON ELEVATED RAILWAY 


The Boston Elevated Railway employs 4600 conductors 
and motormen. This force is constantly shifting, it being 
necessary to replace approximately 2400 per year. It is no 
small task under such circumstances to train men satisfac- 
torily to render service in the performance of which they 
are constantly responsible for the safety of human lives. 


Fi 

| 
4 
4 
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Boston Training School—Instruction Car Operated on 
Private Right-of-Way 


Upon the thoroughness and effectiveness of instruction 

methods, therefore, depend in great measure the extent of 

the company’s accident account and the public safety. 
INVESTIGATION OF QUALIFICATIONS 

Applicants desirous of entering street railway work are 
referred to the superintendent of employment and dis- 
charge, in whose office they are engaged in conversation by 
the superintendent or his assistant to determine their fitness 
for the position in regard to speech, general appearance, 
physical defects, etc. If a satisfactory impression is made, 
the applicant is required to write his name and address upon 
the form reproduced on page 1029 with a sharp-pointed 
pen to prevent disguise of handwriting. Upon the card is 
then entered his description, special visible marks such as 
scars being noted. The eyesight and hearing of the ap- 
plicant are next tested and entered on the reverse side of 
the card. A dark closet is used for this purpose. For de- 
termining acuteness of vision Snellen’s standard test types 
are employed; for testing color sense, Williams lanterns, 
and for hearing, the Millar & Welch ratchet. 

A memorandum is taken down on a blank form as the 
applicant recites his story. Names of employers for the 
past five or six years are required, as well as four or five 
business men of the city or town from which he comes, as 
references. Another form with printed questions js filled 
out by the applicant, which verifies the story which he has 
already related. He is then informed that if his references 
are satisfactory he will be sent for at the earliest oppor- 
tunity and that if, after a reasonable time, he is not notified 
he is at liberty to call or write about his application. 

The card files are then searched to ascertain whether 
the applicant has previously applied for a position with the 


company. If he has not, reference blanks, shown on the 
next page, are mailed promptly with return postage to the 
persons given as references. If these upon return are sat- 
isfactory, the applicant is promptly notified by a form let- 
ter to report, bringing with him $1. This fee covers an 
order upon the physician for examination. After being ex- 
amined he again reports at the employment office. The 
medical report, made out upon a printed form, is sent from 
the physician to the employment office for file. If this ex- 
amination has been entirely successful, the applicant re- 
ceives an order on an authorized dealer for a uniform cap. 
Upon securing the cap, he deposits $1 and receives a badge, 
signing receipt for same. He also pays 25 cents for a 
license fee. He receives an assignment card, also repro- 
duced, and is directed to the division on which he is to 
be employed. A conductor is required to furnish a bond in 
the sum of $300 in real estate surety from someone per- 
sonally acquainted with him, or else a surety company bond. 
PRELIMINARY INSTRUCTION 

Upon arrival at the division office, the applicant presents 
the assignment card, which is separated, one part being 
filed as an alphabetical index and the other by order of 
rating. He is required to sign a sheet which is returned 
to the superintendent of employment-and discharge weekly, 
as a receipt for men assigned. He is interviewed by the 
chief inspector, who encourages him as much as possible, 
inquires as to his needs and helps him to find lodging if 
necessary. In accordance with the branch of service, as 


conductor or as motorman, the applicant is supplied with a 
rule book (for which receipt is signed), dummy punch, 


Boston Training School—Demonstrating Car in School-- 
room ans 


route and running time book, series of equipment books, 
treatise on economical use of power, pamphlet upon cour- 
tesy, street directory, Board of Health notices, defect slips, 
accident blanks, witness slips and sundry general orders, — 
etc. From the time he reports in the division until he r 
ceives work on the list, he is paid $1 a day. eee 
The prospective trainman is then sent to the school of 
instruction and is hereafter known as a “learner.” 
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presenting himself at the school, a form giving the dates 
and hours of reporting and release is filled out, and this 
becomes his record card filed with the chief instructor. 
Upon it are entered notes upon his several examinations. 
The quarters are fittingly equipped for instruction pur- 
poses. There are three rooms—one the private office of 
the chief instructor, in which are filed the records; an- 
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complete air brake and electrical equipment of one of the 
company’s latest semi-convertible cars is mounted and 
with fans as motors, operated exactly as if in service. The 
various parts are designated, and in the case of the ait 
brake each pipe performing a separate function is painted 
a distinctive color. There are also individual parts of the 
equipment, any of which may be examined at close range. 
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other an examination room, in which are desks and a black- 
board, and lastly the large lecture room with a raised plat- 
form upon which is displayed the equipment. The rooms 
are clean, airy and flooded with sunshine. Mounted upon 
the platform is a single truck car with the body portion re- 
moved. ‘This is equipped with two motors and K controller 
and is operated exactly as if it were in service, except that 
it remains stationary. There is also a K controller which 
operates two fans as motors, diagrammatically arranged on 
a board to show by lights the effect when current is ap- 
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163 MILK STREET. 


Boston, MASS., = 


an Oh 
OP <> = peers 
Complexion. .....-----v.o-4$ an applicant for employment in the service of this Company as... 


He states that he was employed by you as } 
He states that you know well = 
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plied on the several resistance points and fields as well as 
the transition points from series to parallel. 

A mental picture is conveyed to the student of what ac- 
tually occurs beneath a car when he applies current by 
means of the controller. A rheostat control and section of 
platform are mounted to show students the manner of con- 
tact ofthis type of control with the several turns of the 
handle. The reversing switch is also clearly shown. A 
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The chief instructor is provided with two assistant in- 
structors. The essential features of the schoolroom are 
that all applicants receive uniform instruction and a thor- 
ough drilling. The first half day is spent in a general talk 
by the chief instructor and an explanation before the sim- 
pler equipment of the rudiments of car operation. Each in- 
dividual “learner” is made to become acquainted with the 
stationary car. The second half day is spent upon a car 
on a track provided for the purpose on private right-of- 
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way several hundred feet in length. The students are 
drilled in their respective duties without fear of accident 
and removed from the disturbances of actual service, so 
that their entire attention is directed to their work. Dem- 
onstrations are possible in this way which would be ex- 
tremely dangerous, if not impracticable, in actual service. 
The track can be greased and obstructions placed before 
the car. This gives the “learner” the important sensations 


of a bad rail and an inevitable collision, without this ex- 
perience being gained at the expense of the company. 
INSTRUCTION ON THE ROAD 

then returns to his division, taking a car- 
card, which he presents to the 
This supplies the division off- 


The “learner” 
bon duplicate of the record 
division chief instructor. 


BOSTON ELEVATED RAILWAY COMPANY. 
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To . Sta. Master 


Station 
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; Ch, Instructor 


Date Ch, Inspector 


The above named has ae under our Instruction as noted below. 
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rules and in my judgment competent to take charge of a car and I recommend him for 
probationary period. 


Instructor 


-Div. Ch, 
Inspector 


Div, Supt. 


Boston Training School—Front and Reverse Sides of 
Certificate of Instruction 


cials with information concerning the primary instruction 
of the man at the schoolroom and becomes a part of the 
record of the man at the division office. The division chief 
instructor has a talk with the “learner” and then sends him 
to a carhouse with a certificate of instruction shown on 
this page. During the next ten days or two weeks he is 
constantly under the care of this instructor in actual serv- 
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of instruction indorsed by the division superintendent and 
himself. 

Arriving again at the schoolroom after an interval of 
two weeks, his record is looked up and he receives an oral 
and written examination as well as being required to show 
his proficiency on a car on the test track. If his examina- 
tions are satisfactory, he is presented with a reminder of 
good advice, printed upon a form, and is returned to the 
division on probation. He takes with him a form having 
spaces for different dates and remarks by officials which is 
filed numerically and forms an index in this way. The 
division chief instructor fills out a form which is the pro- 
bation report of all officials who come in contact with the 
“learner” during this period of sixty days or more. He is 
asked to sign the usual clearance forms, and the superin- 
tendent then has a heart to heart talk with the man and 
sends him to the rating station, where he receives work in 
the order of his rating, being guaranteed a minimum wage 
of $12 per week. 


PROBATIONARY PERIOD 


During the probation period of sixty days the division 
chief instructor is constantly following up, cautioning, in- 
structing and encouraging him in the performance of his 
duties. Much depends upon the care and thoroughness with 
which this phase of the work is done, for if the new men 
can be prevented from forming careless habits early, they 
will have become so accustomed to the correct way that it 
will be more difficult for them to go backward later. This 
work of the division chief instructor is also carried on while 
“learners” are on with regular instructors. 

At the termination of sixty days the learner is called be- 
fore the division chief instructor and receives further drill- 
ing and is then sent, with a form giving dates of entering 
and leaving probation, to the schoolroom for final examina- 
tion and permanent appointment. The chief instructor ex- 
amines the record of his previous performances at the 
schoolroom as well as the duplicates of reports concérning 
the man which have been forwarded during probation by 
the division chief instructor. An oral and written examina- 
tion is given to him, and special emphasis is placed on any 
weak points which he may have disclosed. If-satisfactory, 
he returns to his division a “regular” and must supply him- 
self with the full regulation uniform. The division chief 


Boston Training School—General View of Schoolroom 
for Employees 


ice. When the instructor feels that he can certify that the 
“learner” is competent he is placed with other men until he 
has made a trip over all lines which he may later be calfed 
to operate over in order to familiarize him with local cori 
ditions. He returns to the division chief instructor, who 
examines and carefully drills him and if satisfactory send 
him to the instruction room with a copy of the certificate 


Boston Training School—Instruction Equipment in School- 
room 


instructor keeps watch upon his performance for a con- 
siderable period thereafter. 

At the termination of a period of six monte the divi- 
sion superintendent gives him a personal examination on 
rules. 
February and August, on making proper announcements 
and motormen are tested annually for their eyesight. — : 


In addition, conductors are drilled twice a year, in 
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SOME CAUSES OF FEEDER TROUBLE OFTEN OVER- 
LOOKED 


Le Me Ces M KELWAY, ENGINEER BROOKLYN RAPID TRANSIT 
SYSTEM 


Some time ago the writer’s attention was called to the 
difference in load on two feeder cables of the same size, 
both running from the same substation to the same line and 
tapping into the same third-rail in front of the station. 
Although this matter seemed very puzzling to the engineer 
who reported the difference, it was easy to find the reason 
after the routes of the wires were followed out. 

In order to prevent tying up the line by losing both 
feeders in the case of manhole trouble, where a ground on 
one cable might spread and damage all of the cables in the 
hole, the feeders had been run through different manholes 
which were located on opposite sides of the street in front 
of the substation and then up through pipes to the elevated 
structure. It followed that the cable which ran to the far 
side of the street before rising to the third-rail had to come 
back again part of the way, and this extra distance, although 
small in the actual number of feet, made the length of that 
wire about double that of the one which took the shortest 
path to the third-rail. 

As both cables left the same busbar and both tapped into 
the same third-rail, their terminals had to be at the same 
potential and therefore the drop over the two wires had to 
be equal; but as one cable was twice as long as the other, it 
had twice the resistance and therefore could carry only one- 
half as much current as the other. 

Although, in the case mentioned, one cable took more 
than its share of the load, it was not overloaded. No harm 
was done except that the line loss was slightly increased 
over what it would have been if both cables had carried the 
same load, but this was so small as to be negligible on ac- 
count of the short distance; and it was much more than 
compensated for by the increased protection to the cables 
and the insurance against the tying up of the line which 
were guaranteed by separating the two feeders and running 
them through different manholes. 

There have been cases, however, where, in order to rein- 
force heavily loaded feeders, a new wire has been run to a 
line by a much shorter route than that taken by the old ones. 
As a consequénce, the new wire has been immediately so 
overloaded that it has been necessary to cut it out until 
reinforced by additional copper. 

A somewhat similar condition of affairs sometimes arises 
in the negative returns to a station. Even when all of the 
tracks, structures or other returns are electrically connected 
close to the station, the return current is often brought to 
the busbar by wires of greatly different lengths. Such wires 
have quite different current densities, so that while some of 
them will be cold others will be running hot. This method 
of running the return wires is by no means always an in- 
dication of carelessness, because it is often inconvenient, 
owing to the design or location of the station, to bring all of 
the ground wires out at one place. In sucha case it might be 
thought wise to run more wires to the nearest point of the 
tracks so as to attempt to equalize the current density in 
the returns, but so long as wires of different length lead 
to points of the same potential it will be impossible to do 
this, because the new wires will take current from the long 
wires as well as from the short ones and the former will 
become still colder. The best way to avoid the difference in 
heating, for most of the length of the wires, is to jump both 
the long and short ones together as soon as possible. If 
this is done, all of the wires will be carrying equally from 
the point of connection of the jumpers up to the busbar. 

With ground wires, the importance of keeping down the 
temperature is not so great as it is with positive feeders 
because the danger of overheating the latter lies in the fact 
that such overheating will damage the insulation and lead 
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to breakdowns in the cables. The potential of the grounds, 
on the other hand, is so low that very little insulation is 
needed on them and, in fact, in most places bare copper 
will do for them without any insulation whatever. The 
importance of requiring all of the ground wires to carry the 
same density of current is due to the desire to keep down 
to as low a point as possible the /*R or heating loss and not 
on account of any danger caused directly by the heat. 

A third point, small in itself but of importance because 
it is occasionally the cause of trouble from overheating, is 
the location of the jumpers which connect the wires at dead 
ends, either where the direction of the line changes sharply, 
requiring anchoring, or where a large cable is connected to 
two or more small ones. If either two wires are connected 
to a single one of the same or smaller size and the latter is 
then jumped to another in parallel with it, or one large 
wire is tapped to one of two small ones which are later 
jumped, the jumper between the two wires leading from the 
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Fig. 1 and Fig. 2—Showing Locations for Jumpers Which 
Connect Wires at Dead Ends 


dead ends to the feeding point should be placed between the 
dead ends and the wire or wires coming from the power 
station. The different ways of putting on the jumpers are 
illustrated in Figs. 1 and 2, where Fig. 1 is the incorrect 
way and Fig. 2 the correct one. 

The objection to the arrangement shown in Fig. 1 is that 
all of the current brought from the station on both of the 
wires A and B must traverse that portion of wire D be- 
tween H and N before being divided between wires C and D, 
so that a heavy load, although not large enough to injure 
the wires elsewhere, might cause trouble from overheating 
in the short section where all of the current is carried on 
one wire. 

When the jumper is arranged as in Fig. 2, only one-half 
of the current will flow on wire D toward the line, while the 
other half will flow back to the jumper and through it to 
wire C. 

The connection of both of the wires 4 and B to a single 
one, D, might be criticised, but nevertheless it is an arrange- 
ment which is often found in cases where the wire C has 
been run after the other three wires have been in operation. 
The use of the jumper M-N would also be necessary where 
one heavy wire takes the place of A and B and where C 
and D are so well separated from each other that a Y-con- 
nection from the heavy wire cannot be used to both of them. 

The most common way of overheating one wire and caus- 
ing waste of power is by using too few jumpers between two 
wires in multiple with the trolley wire. If all of the side 
feeds to the trolley wire are connected to a single feeder 
and the other multiple wire is jumped in only at long in- 
tervals, it will be readily understood that one of the feeders 
will carry much more current than its mate. This in- 
equality, which is very commonly overlooked even on large 
roads with short headway, often results in placing several 
cars between each pair of jumpers. 


It is reported from Berlin that the commission which re- 
cently visited London, at the instance of the Prussian Min- 
istry of Railways, to inspect and report upon the operation 
of the underground electric railway in London has recom- 
mended that the London system of train formation and 
running, and the signaling arrangements, particularly the 
latter, should be adopted in connection with the e!ectrifica- 
tion of the railways in Berlin and its suburbs. 
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Report on Traffic Congestion in San Francisco’ 


Mr. Arnold Discusses Means 


of Relief for Traffic Congestion on Lower Market Street and Recommends More Rapid | 


Loading, Near-Side Stops and Rearrangement of Routes on This Busy Thoroughfare 


B. J. Arnold has just submitted to the Board of Su- 
pervisors of the city of San Francisco his sixth report on 
transportation conditions in that city. It is devoted to the 
relief of traffic congestion on lower Market Street. A 
summary of the recommendations follows: 

“Encourage and extend the work of the traffic force. 

“Reserve for heavy vehicle traffic one street through the 
Mission parallel to Market Street and one or more streets 
crossing Market Street through the wholesale district. 

“Right-of-way should be determined by relative amount of 
pedestrian and car traffic at important intersections. 

“Reduce car traffic crossing Market Street throat during 
rush hours to a minimum, for example, at First Street. 

“Average loading speed of cars must be increased. 


VEHICLES 985 
CARS 210 
TOTAL 1195 


SCALE FOR NUMBER OF CONVEYANCES. 
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Fig. 1—San Francisco Report—Chart of Traffic at Fourth 


and Market Streets 


“Use both ends of the cars at the ferry for loading, at 
least during periods of maximum travel. 

“Rearrange safety stations with seats elsewhere than 
opposite entrances and exits. 

“Extend stations to accommodate two cars at designated 
points of heavy travel, 

_“At the heaviest traffic points—Third Street and Fourth 
Street—two cars should berth and cross together, tandem 
fashion. 

“Establish only near-side stops within the business dis- 
trict, and distribute stops as uniformly as possible to permit 
rapid running. 

“Eliminate as many unnecessary or special stops as may 
be consistent with the varying local demands of passenger 
travel. 

“Outbound stations are more necessary than inbound; 
the latter are required only within districts where ferry 
travel originates. 

“Avoid outbound and inbound stations located in oppo- 
site position. 

"Designate all stopping points definitely by fixed signs. 

No considerable increase in the use of the inner tracks 
on Market Street can be recommended under present con- 
ditions and routing. 


“Use of outer tracks should be limited to preserve the 
proper ratio of car traffic on inner and outer tracks. The 
minimum advisable headway is forty-five seconds. 

“Four-track plan A is best suited to immediate needs and 
is recommended. ; 

“Establish definite rules for stops with regard to. cars 
passing on parallel tracks. 

“Commence proceedings for the recession of the protrud- 
ing corner of Sacramento and East Streets. 

“Water-front terminal will require modification to fulfil 
better the fluctuating demands of ferry traffic.” 

TRAFFIC REGULATION 

The report commends the work so far undertaken by 

the traffic squad of the police department in reducing the 
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Fig. 2—San Francisco Report—Running 
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traffic congestion on lower Market Street and urges its ex- 
tension. The need for this is shown in Fig. 1, which repre- 
sents graphically the present conditions at a typical con- 
gested intersection, that at Fourth and Market Streets. 
Much of the vehicle traffic shou!d be transferred to parallel 
streets, and the report recommends the reservation, as far 
as possible, of Market Street and Mission Street for pas- 
senger travel and of Howard Street for vehicle travel. 
CAR DISTRIBUTION 

Observations made on the running time of 160 cars out- 
bound from the ferry at the foot of Market Street are 
shown in Fig. 2. On the most congested part of the run, 
that from Sansome Street to Kearney Street, there is an 
average car spacing of only about 100 ft. This congested 
condition has the effect of slowing the entire schedule for 
some distance back and proves the necessity of some form 
of relief. Counts taken at congested corners indicate that 
on the average about 125 cars pass out of the Market Stree 
throat per hour. This corresponds to about twenty-nii 
seconds average headway, and this Mr. Arnold believes 
be the shortest headway which can be commercially 
tained. All future improvements in the way of red: ci 
sireet congestion ought to be directed not to a shorter he 
way but to an increase in the present runnir 
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Lower Market Street is equipped with four tracks, and 
the report recommends that only about 38 per cent of the 
total cars should use the outside tracks and 62 per cent the 
inside tracks. This ratio is considered the most efficient, 
as a larger number of cars on the outer tracks would, un- 
doubtedly, prevent access to the cars on the inner tracks. 

LOADING SPEEDS 

Preliminary observations indicate that the average time 

of loading in seconds per passenger is high in San Fran- 
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Fig. 3—San Francisco Report—Car-Loading Records 


cisco. Fig. 3 gives some records of this kind. These con- 
ditions can be remedied by certain improvements in plat- 
form arrangements. One cause for this slow loading is 
the present arrangement within the city of safety stops, 
or elevated platforms or isles of safety in the street and at 
the ferry terminal, from which passengers board the car. 
These platforms are provided with seats which are located 
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opposite the car entrances and exits.’ The result is that 
owing to this impediment passengers who board the car 
from these platforms take about 15 per cent more time 
than those who board the cars from the street level. The 
report does not recommend the discontinuance of these 
platforms, but in some cases a change in their location and 
in all cases that the seats should be located so that they 
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will be opposite the centers of the cars at the stopping 
points instead of opposite the platforms of the cars. 

The report also considers that the number of lines which 
run through the Market Street terminal should be limited. 
After a certain designated number of the lines now using 
this street have been re-routed or short-routed, any one 
of three plans could be adopted for taking care of the re- 
maining lines on Market Street. These three plans are 
shown in Fig. 4. As will be seen, plan A provides for a 
parallel flow and uses the present ferry loop and the pres- 
ent branch-offs from the outer tracks. The most serious 
objection to this plan is that inbound cars on Geary Street 
and Sutter Street will hold up inbound and outbound cars 
on all of the other lines. Plan B is called a counter flow 
arrangement. It has the advantage that it does not produce 
any interference with the through Market Street line by 
the other lines, but it has the disadvantages, first, that there 
are alternate lines of traffic, with increased danger of ac- 
cidents; second, that the tracks must be spread out at the 
safety stations, and, third, that the car traffic is unbalanced. 
Plan C avoids one line intersection, but two others remain. 
Fig. 5 is a graphical representation of the rush-hour seat 
flow, provided plan A is adopted. This plan, a‘l things 
considered, is thought by Mr. Arnold to be better adapted 
to present necessities than either of the others. 

ESTABLISHMENT OF STOPS 

The following points among others are considered essen- 
tial in the establishment of stops on lower Market Street: 

“(1) That car stops should be distributed as regularly as 
possible along the street in order to secure the most effective 
car operation; i. e., acceleration, coasting and braking. 

“(2) That the distance between stops should be increased 
to a maximum consistent with convenience of the majority 
of patrons and the varying local demands of passenger 
travel. 

“(3) That provision be made for two-car or tandem 
crossings at intersecting streets where congestion of traffic 
is sufficiently serious to require traffic regulation and the 
whistle signal. 


s7 
O52 
254 


POWELL 
KEARNY 27 
SSS 


340 smn ASRATIENTS ern 8 Us 


hal 
4 


ee 
BIG Beal VALLLLTLTELLAE EL EPTL TE 
BIS So F°™0010.@a. 


SRN, 
. waa: 


= eee oe 
[| ELus |_| 
1433, Zeeldedceccccccccecceclceeccccehjeeee 
1433 eID CL BE SS 
é ‘ + i it 
5 5 eso cama er ll 
: yh |" P| 
J TURK SY. | 
BBO SSS NAN NT SN Se 


PLAN A 
SCHEDULED RUSH HOUR SEAT FLOW 
MARKET ST. €& CONNECTING LINES 
GEARY & SUTTER ST.LINES USING 
OUTER TRACKS 


SCALE IN THOUSANOS OF SEATS PER HOUR. 
=a 


v 40 


Expected Rush-Hour Seat 


“(4) That stations at such points be designed for tandem 
stops, so that loading and unloading may be done simulta- 
neously without retarding the entire line of traffic by cars 
berthing singly as at present. 

“(s) That ‘free way’ for vehicle traffic across intersecting 
streets should not be interfered with by locating the stops 
so as to constitute a source of congestion. 


1034 


“(6) That during rush hours the right-of-way across 
Market Street be proportioned approximately according to 
the relative volume of passenger and car travel. 

“(7) That definite stopping places be designated by posts 
or by signs suspended from the trolley span wires supple- 
mented by signs in the pavement, so that patrons may know 
exactly where cars are to stop, thus avoiding confusion. 

“(8) That safety loading stations are needed only where 
passengers are required to wait for a particular car for any 
length of time. 

“(g) That branch lines should berth off of Market Street 
as soon as the intersection is reached.” 

In applying these principles the report says that the in- 
stitution of the near-side stop becomes necessary at least 
within the congested zone, except in special cases of “blind” 
street intersections. The rule may be waived in the case of 
the blind side of a cross street. In the interests of safety, 
cars are now required to stop at all special-work intersec- 
tions over which cars are regularly operated and also at all 
leading switches. It follows, therefore, that they should not 
be required to stop also at the other side of the crossing, but, 
once across, should have the right-of-way to the next near- 
side intersection in order to clear the block for succeeding 
cars. 

Under these recommendations a number of present stop- 
ping points would be abandoned. The report points out 
that for each unnecessary stop eliminated the schedule speed 
of cars can be increased 5.6 per cent under San Francisco 
conditions. Thus, if cars should stop at every corner for 
passengers, they would stop every 440 ft., or make twelve 
stops to the mile. Actually the stops for passengers on 
Market Street are more frequent. The average distance 
between stops is 368 ft., the minimum distance is 137 ft. 
and the maximum distance is 678 ft. 

Within the four-track territory, cars operating on the 
inner track should be allowed to continue under cautionary 
running alongside a car loading and unloading on the outer 
tracks. This will allow the inner track a certain measure 
of relief, but the rule is not reversible, and in all cases the 
outside car must stop when the inside car is loading and 
unloading. The report recommends that stopping berths 
for cars moving in the same direction on adjacent tracks 
should be so arranged that one car will always stop one car 
length ahead of the other car. The forward berth should 
not be reserved for the car on either track, but ought to 
be occupied by the first car arriving at the stop. In this 
way access to the car on the inside track will not be ob- 
structed by the car on the outside. 

FARE COLLECTION ON PREPAYMENT CARS 

Another remedy recommended for present delays at the 
ferry terminal is that all outgoing prepayment cars at this 
terminal should be thrown open at both ends for loading 
upon the arrival of a boat and that an extra conductor 
should be stationed in the forward vestibule to receive and 
register fares, This plan, the report says, is now followed 
by the United Railroads at times of Sunday excursion traffic 
at the ferry and at other heavy terminal loading points, 
but it should be employed during all periods of heavy trans- 
bay traffic. 

APPENDIX 

In the apendix Mr. Arnold points out that certain car 
stops on lower Market Street can be omitted without serious 
inconvenience, 


CO-OPERATIVE BOOSTING IN TOLEDO 


The Toledo Railways & Light Company has recently 
co-operated with the Toledo Commerce Club, a large 
organization of the city of Toledo, to secure favorable 
advertising for the city. The Commerce Club believes that 
if the advantages of that city in the way of railway, dock 
and harbor facilities and its proximity to the center of 
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population of the United States were better known more 
manufacturers would be attracted to it, and the club recently 
prepared a poster setting forth the city’s advantages in 
these ways. It was entitled “The Toledoan’s Creed” and 
recited his belief in the city as one of real values, oppor- 
tunities and progress. These posters, through the courtesy 
of the Toledo Railways & Light Company, were displayed 
in all of the cars of that company for nearly a week, and 
prior to posting this notice the company carried in each 
of its cars a notice reading: “Wednesday in this space will 
appear the ‘Toledoan’s Creed,’ adopted by the Commerce 
Club for all Toledo. Read it.” 

Another instance in which the.company co-operated with 
the representative city organizations in Toledo was in con- 
nection with a proposition to issue bonds for $750,000 for 
the extension of the Toledo parks. This question was to be 
voted upon at the last election, and the Commerce Club was 
greatly interested in securing a favorable vote. In connec- 
tion with the railway company, several posters were placed 
just at the opportune time in the fronts of all of the cars 
calling attention to the importance of a favorable vote on 
this question, and the bond issue was passed by a vote of 
three to one. 


PRODUCTS OF THE BROOKLYN RAPID TRANSIT FARMS 


Some time ago, as described in the Erecrric RAILWAY 
Journat, the Brooklyn Rapid Transit Company adopted the 
policy of encouraging the local forces at its carhouses and 
repair shops to beautify the waste spaces about these 
buildings. As a result these plots in many cases have been 
grassed, flower beds have been laid out, and at a slight 
expense the desolate appearance which usually charac- 
terizes unoccupied land around the carhouses and shops of 
an electric railway company has been changed so that the 
plots have been made very attractive to the eye. The work 
in connection with the maintenance of these gardens is con- 
ducted by the men connected with the shop or carhouse 
force, and they take a great pride in it. This year a portion 
of the garden at the Southern division elevated shops, at 
Thirty-sixth Street and Fifth Avenue, consisting of an area 
of about 100 ft. x 150 ft., was set apart by the shop force 
there for the growth of pumpkins. These succulent vege- 
tables flourished amazingly, and recently Mr. W. G. Gove, 
superintendent of equipment, had the pleasure of gathering 
some fifty enormous pumpkins, one of which weighed 71 Ib. 
The result is suggestive both of what might be done else- 
where in the way of beautifying grounds adjacent to shops 
and carhouses of electric railway companies, and as to the 
nature of these small farms. 


The mechanical department of the Cedar Rapids & Marion 
City Railway, Cedar Rapids, Ia., has designed and built a 
fireproof oil and waste cabinet for use in the different 
departments of its shop where oil and waste are required. 
The advantage in the design is found in its simplicity and 
comparatively low cost. The cabinet consists of a %-in. 
sheet-steel case, 26 in. x 26 in. x 70 in. in size, reinforced 
at the corner by I-in. x I-in. x %-in. angles. The inside of 
this case is fitted with two shelves supported on 1-in, angles. 
The one across the door opening is turned so that the leg 


extends above the level of the shelf to form a shallow bin. — 
lhe upper shelf is made into a clean-waste storage bin by 


riveting a plate across the opening so as to inclose the 
lower one-third of the shelf. The bottom shelf or floor of 
the cabinet may be used for storing oil and grease cans used 
in regular work, and the middle shelf is used for storing 
light oil in cans and oilers. The cabinet is fitted with a 
door pin hinged at four points and provided with a stra 
iron latch. No new material was required in its ma 


facture, the plate and angles being purchased from a ju 
dealer. =% 
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THE DRAKE GASOLINE-ELECTRIC CAR IN OKLAHOMA 


A short account was published in the report made by the 
sub-committee on self-propelled cars of the committee on 
equipment at the convention of the Engineering Association 
last October of the extensive experiments conducted by 
the Arad-Csanad Railway in Hungary with the gasoline- 
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pany expects by means of six motor cars to fill in long gaps 
between through passenger trains north and south. The 
first run established is from Muskogee to Henryetta, a 
distance of 50 miles. 

Another run, which also requires two automotrices, is 
from Durant to Denison, a distance of 30 miles. A more 
frequent service will be established between Muskogee and 


Oklahoma Gas-Electric Car—Passenger Compartment and Motor 


electric car of the French Westinghouse Company. This 
line, as stated in that report, has engaged extensively in 
the use of gasoline-electric cars, its service having started 
with a trial car and grown to a fleet of more than fifty cars 
in use over a system comprising 290 miles of track. During 
an experience of seven years these cars have made a mileage 
of more than 5,300,000, and the traffic has developed rapidly 
under the influence of frequent car service. 

It is of interest to American readers to learn that a type 


Wagoner, where hourly departures will probably be adopted, 
as the traffic resembles interurban service. The type of car 
to be used measures over bumpers 56 ft. and has a width 
over all of 9 ft.6in. The car is divided into compartments 
called engine group, baggage, colored and first class. The 
car body is constructed with composite steel and wood 
underframe with wood superstructure. The trucks are 
M.C.B. standard. The forward or driving truck is 
strengthened to carry the weight of two 60-hp traction 


Oklahoma Gasoline-Electric Car—Side View 


of gasoline-electric car patterned closely after those in use 
on the Arad-Csanad Railway has recently been adopted by 
the Missouri, Oklahoma & Gulf Railroad for use between 
Joplin, Mo., and Denison, Tex. These cars are being sup- 
plied by the Drake Railway Automotrice Company, of 
Chicago and Paris. The portion of Oklahoma traversed by 
the line is rich and fertile but sparsely settled, and the com- 


motors, the power equipment and accessories. The total 
weight of the car complete is 65,000 Ib. 

The seating capacity is arranged for fourteen colored 
and thirty first-class passengers. All seats are individual 
reversible chairs, upholstered in plush. The spacing for 
seats and aisle has been made liberal to. provide for pas- 


sengers’ comfort. Each passenger compartment is provided 
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with a toilet room. The interior finish is in mahogany, 
dull-finished. The arch roof is suitably colored and 
decorated. The partition separating the classes to comply 
with State law has a swing door and may be removed at 
will. Continuous package racks are provided. The lighting 
of the car will be by means of 30-volt metal lamps fed by 
storage battery. Headlights are electric-arc type. 

The power equipment consists of a gasoline engine direct- 
connected to an electric generator, suitable electric traction 
motors on the driving truck and the necessary controllers 
' and accessories. The engine is rated at 90 hp at 950 r.p.m. 
There are six cylinders, 140 mm x 160 mm, cast in pairs. 
This engine is connected by flexible coupling to a 55-kw, 
500-600-volt interpole generator. A special steel base com- 
bines both units, by which means the group is attached to 
the floor and underframe of the car. The design of the 
power group permits it to be placed across the car, thus 
economizing space. The engine room requires but 7 ft. 3 in. 
of the car’s length. Ample room is afforded for the placing 
of controller, air-brake valves, émergency hand brakes, etc. 

The cylinder water-cooling system is placed on the roof 
of the car, and the circulation is secured by a geared posi- 
tive pump. The hot cylinder water is used for car heating 
in cold weather: A Peter Smith heater is placed in the 
baggage room and connected to both car-heating system and 
radiator, so that the car may be kept warm and water 
prevented from freezing when the car is standing in yards 
or Stations and not under power. 

The gasoline supply is carried in two 30-gal. steel tanks 


Oklahoma Gas-Electric Car—Truck 


and is fed by gravity to the engine. As the car consumes 
only a quart of gasoline per mile of straight level track, 
the storage capacity is ample for more than a day’s run. 
The motors are Westinghouse No. 305, interpole type, 
geared for a‘maximum car speed of 35 m.p.h. 

An important consideration to the railroad company was 
the possibility of operating the automotrice from either end 
at will. In’a growing and developing community it is fre- 
quently desirable to extend train service to another station 
or terminus’ where no wye or turntable exists. The. rear 
platform of each car is supplied with duplicate controller, 
air valves, etc. The controller is arranged in such manner 
as to give the motorman control over the engine as well as 
the electric current generated by the group. 

As the ruling grades on the road do not exceed one-half 
of I per cent, it is expected that the average consumption of 
gasoline per revenue car mile will be 1 gal. for each 4 
miles run. The St. Louis Car Company built the car bodies 
and trucks from designs of the Drake Railway Automotrice 
Company. 

When the first car was delivered a few weeks ago it made 
the run of 576 miles over the Missouri Pacific Railroad, 
between St. Louis and Muskogee via Kansas City, at an 
average running speed of approximately 25 m.p.h. on its 
own power. 

It is stated that plans have been prepared for the con- 
struction of an electric underground railway in Genoa, 
Italy, between Sampierdarena and the Quarti dei Milli. The 
projected line would be about 6% miles in length, of which 
. 4% miles would be in the tunnel. 


FENDERS FOR INTERURBAN CARS 


The Illinois Traction System’s lines occupy the city 
streets at a number of points. The standard pilots on the 
interurban equipment do not offer the best protection to 
the public, and recently a portable fender has been adopted. . 
This fender is designed so that it can be applied in a few 
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Portable Fender in Position on Interurban Car 


minutes at the time a car enters the city streets and will 
prevent persons from passing under the wheels in case of 
accidents. As shown in the illustration, this fender is of 
the simple projecting type, and is fastened to the upper and 
lower portions of the pilot by means of chains and snap- 
hooks. 

The method of application permits the fenders being 
placed in position in a short time. When attached to the 
pilot the fender is held about 8 in. above the rail, but gives 
sufficiently when an object is struck to ride on the rail. 
The fender is provided with two shoes which take the rail 
wear and prevent it from assuming a position in which it 
would strike the pavement. The construction of the fender 
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Portable Fender Showing Chains for Fastening to Pilot 
of Interurban Car 


is such that it is not intended to be carried on the cars, but g 
to be kept at a convenient point where the car approaching 
the city may pick it up, it being removed on the outbound 
trips. This type has been developed by the Electric Trac- 
tion Supply Company, which supplied them to the Illinois) | 
Traction System. = 


The employees of the Aurora, Elgin & Chicago Railroad 
at Aurora, Ill., have formed a brass band. This will play 
at employees’ entertainments and at public functions. 
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News of Electric Railways 


Rehabilitation Work in Pittsburgh 


In response to a request from the. City Council of Pitts- 
burgh, Pa., for a statement from the Pittsburgh Railways 
of the work it has done toward rehabilitating its system, 
J. D. Callery, president of the company, has addressed a 
communication in part as follows to the Council: 

“In March, 1912, I filed with you a budget totaling $5,- 
330,000, showing the various expenditures to be made dur- 
ing a term of possibly three years, it being clearly under- 
stood—and we were led to believe by your attitude that you 
were fully satisfied and would co-operate with us in every 
way—that we should have your consent to re-route certain 
lines to demonstrate to the public that such re-routing 
would be of benefit to it, to the end that the service should 
be bettered. : 

“We showed you our plans and asked for certain fran- 
chise rights which in all did not cover a half mile of new 
track, but these franchises were refused to us. We finaliy 
consented to accept licenses revocable in one year; these 
were granted, vetoed by the Mayor and his veto sustained 
by you, in consequence of which this contemplated improve- 
ment to the service could not be carried ott. Your re- 
quests for contributions toward payment of expense in- 
curred by the elimination of grade crossings have in every 
instance been complied with, and we believe we have acted 
in good faith in every particular, notwithstanding the en- 
deavor of certain of your members to discredit our finan- 
cial ability and motives. 

“More than $2,000,000 of work of various kinds has been 
authorized by the Pittsburgh Railways, and is being prose- 
cuted to completion as rapidly as it is possible to do so. 
With the many municipal improvements in progress in all 
important sections of the city, such as the ‘hump’ cut, 
Try Street crossing, River Road, Anderson Street and on 
many other thoroughfares, together with our own recon- 
struction of tracks, it is surprising that the schedules have 
been so well maintained.” 


Operating Questions and Other Matters in Cleveland 


Action will soon be taken by the Cleveland City Council 
to secure a codification of the traction ordinances, as many 
of the old ordinances have been rendered obsolete by the 
later enactments and especially by the Tayler franchise. 
The only drawback is that many new ordinances and reso- 
lutions will probably be passed within the next few years 
to meet the ever-changing conditions and the codified ordi- 
nances will have to be revised frequently if they are to 
be kept up to date and made useful. 

Attorney George D. Hile, acting in the capacity of a 
taxpayer, filed a petition in Common Pleas Court on Novy. 
9 asking for an injunction against the City Council, the 
Cleveland Railway and Street Railway Commissioner Witt 
to prevent the company from continuing to eliminate car 
stops on Superior, Central and Cedar Avenues and on 
Broadway. Judge Keeler recently ruled that the acts of 
the City Council in exercising control over the operation 
of cars and changing schedules are subject to review by 
the courts. The application for an injunction was based 
upon this ruling. The city must now show that the changes 
made are reasonable or file a demurrer and test Judge 
 Keeler’s ruling. It is said that Mr. Hile will question the 
right of the city to create the office of street railway 
commissioner. The city has delegated to itself the right 
to appoint this officer and has required the railway com- 

pany to pay his salary and the expenses of his office. 

_ The City Council has undertaken to investigate the com- 
plaints which have been made of rudeness and discourtesy 
on the part of motormen and conductors. J. J. Stanley, 
president of the Cleveland Railway, who was asked to 
attend a meeting of the Council and explain the actions 
of the men, said that the company is carrying about 800,000 
persons daily. When complaints of rudeness are made to 
the company employees are always reprimanded. © The 
company is glad to receive complaints, because they aid the 
officials in bettering the service. William Earl, who ap- 


peared for the men, resented the accusation that the. men 
are discourteous to passengers and said that it was to their 
advantage to treat passengers weil so as to retain the sup- 
port of the public. 

Workmen are laying tracks on Euclid Avenue between 
East Fortieth and East Fifty-fifth Streets. This stretch of 
track was taken up months ago in order to allow the city 
to build a sewer, and business men in that section have 
threatened to bring suit if the street is not put into good 
order soon. They claim their business is being ruined. 
Cars have been operated over a temporary track on Pros- 
pect Avenue since the Euclid Avenue track has been torn 
up. 

Street Railway Commissioner Witt has announced that 
the new court house loop will be completed by Dec. 1, rorz2, 
and after that the through service to the Union Station will 
be abolished. Cars on this loop will run to the station and 
back to the Public,Square. It is possible that they will 
be looped at that end over Superior Avenue, East Ninth 
Street and Euclid Avenue. The Euclid Avenue and Payne 
Avenue cars, which have been running through to the 
station, will be turned at the Public Square. A number of 
other changes in the looping arrangement will be made at 
that time. 

Suit has been brought in Common Pleas Court by the 
village of Euclid, east of the city, to compel the Cleveland 
Railway to re-establish its service to that place. The fran- 
chise expired in October and the company would not enter 
into another agreement except at a.fare of 8 cents. The 
village expects to establish a case against the company 
through the terms of the old franchise which was granted 
by the County Commissioners. 

Chairman E. B. Haserodt- ofthe street railway committee 
announced recently that he would offer a resolution calling 
upon Mr. Witt to prepare a plan to relieve congestion in 
the business section of the city, particularly at the Public 
Square. Many suggestions for loops°elsewhere than in the 
Square have been made, but previous attempts’ to make 
changes of this kind have been opposed ‘by the business 
men. Mr. Witt says that all changes which are made are put 
into effect with the approval of a majority of the patrons 
of the lines affected. - 


Special Municipal Railroad Commission Recommended by 
Mayor of Los Angeles 


Mayor Alexander of Los Angeles, Cal., has sent the 
Council a message opposing the recommendation of the 
public-welfare committee that the new municipal railway 
commission consist of three members of the Council. In 
this message Mayor Alexander says it would appear that 
the appointment of a special committee of the Council to 
take charge of the construction of the municipal railroad 
would directly conflict with the spirit and letter of the 
charter. He calls attention to the fact that under the char- 
ter the Council is in no sense vested with the power in 
itself to construct public improvements of the character of 
the proposed municipal railroad, The Mayor concluded his 
message as follows: 

“There is a great amount of work to be done in connec- 
tion with preliminary matters for the municipal railroad, 
such as the choosing of the route, the character of the 
road, the preparation of plans and specifications to be sub- 
mitted to the board of public works, including the relation 


’ of the belt-line railroad and the harbor to the railroad and 


the selection and laying out of terminals at the harbor. 
All such matters require special work, and there could be, 
I believe, no reasonable objection to the creation of a com- 
mission specially authorized to consider these matters and 
to gather data and prepare plans for submission to the 
Council and the board of public works. This was one of 
the purposes of my original recommendation to your. hon- 
orable body upon the subject of a municipal railroad com- 
mission, and I am more firmly convinced than ever that to 
insure the early success of the undertaking provision should 
be made for a properly constituted commission, in accord- 
ance with the charter provisions.” 


1038 , 
Purchase of Equipment for Toronto Civic Line Authorized 


Works Commissioner Harris of Toronto, Ont., has been 
authorized by the City Council to purchase the equipment 
necessary for the operation of the civic car line on Gerrard 
Street East, Several of the Aldermen advocated deferring 
action until the report of the traffic experts had been re- 
ceived and the Toronto Railway had made a definite pro- 
posal for the operation of the line. All agreed there would 
be a loss on the operation of the line for some time. It 
was suggested that this loss should be charged against the 
percentage of the receipts of the Toronto Railway which is 
paid to the city. 

The special committee which waited upon R. J. Fleming, 
manager of the Toronto Railway, to ascertain on what terms 
the company would operate the civic lines reported that the 
Toronto Railway would not consider the operation except 
on a car mileage basis sufficient to cover the cost of oper- 
ation and that no allowance whatever would be made to 
the city against the cost of construction. Twenty cents 
per car mile was suggested as a minimum amount. 

Alderman Robbins, who suggested the conference, con- 
sidered Mr. Fleming’s attitude not unreasonable. It would 
cost the city $6 an hour to operate three cars on a seven- 
minute service. If the cars were operated eighteen hours 
a day the cost would be $108, or roughly $40,000 a year. 
To this would have to be added $10,000 for interest on con- 
struction and cost of equipment. This was for the Gerrard 
Street line alone. The total yearly loss if the city operated 
all of its 16 miles of line would be approximately $150,000. 
Assuming that a 2% cent fare was charged, the probable 
yearly receipts of the Gerrard Street line would be $17,250, 
leaving a deficit of $32,750. 


Exhibit of National Railway Appliance Association 


Plans for the exhibit to be held in Chicago in connection 
with the convention of the American Railway Engineering 
Association next March are being rapidly perfected. This 
exhibit, as in the past, will be conducted under the auspices 
of the National Railway Appliance Association, of which 
Bruce V. Crandall, 537 South Dearborn Street, Chicago, is 
secretary. The exhibit will be held in the Coliseum and 
in the First Regiment Armory, and considerable space has 
already been allotted. 

Practically the same rules and regulations that were in 
force at the exhibition of 1912 have been adopted by the 
board of directors to govern the exhibition of 1913. The 
same fixtures will be used as this year with an entirely dif- 
ferent scheme of decoration and signs. Acting under the 
authority of the board of directors, the secretary is work- 
ing with exhibitors to have the individual exhibits dis- 
played in as attractive a manner as possible. There -will 
be an increased amount of electric lighting, and everything 
possible is being done to make the show for next year more 
attractive than it has ever been before. 

Wednesday, March 12, 1913, is the day on which mem- 
bers of the association may begin to install their exhibits, 
and the exhibition will open Saturday, March 15. This will 
enable railroad men in the vicinity of Chicago to inspect 
the exhibits on Saturday afternoon and evening. The ex- 
hibition will be closed on Sunday, March 16, and will re- 
open Monday, March 17, continue during the week and 
close Friday night, March 21. A number of the older mem- 
bers are asking for additional space, and applications for 
space are being made by many new concerns. 


New Railless System in Rotherham, England 


_The new trackless trolley system which connects three 
villages with the borough of Rotherham, England, has been 
opened. The system was _ installed by the R. E. T: 
Construction Company, Moorgate Street, London, which 
has installed similar systems in Bradford, Leeds and Dun- 
dee. The suggestion that railless vehicles should be pro- 
vided was first made in October, 1900, and a deputation vis- 
ited Austria and North Italy, to investigate the trackless 
' systems in operation there. The installation of the system 
was opposed at first. The type of vehicle used is much the 
same as in the other cities mentioned and is of the single- 
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deck type. Accommodations are provided for twenty-eight 
passengers. The vehicle is divided into two compartments, 
the larger of which is in the rear half. This compartment 
will hold sixteen passengers and is intended for those who 
desire to smoke. The platform for the driver is partitioned 
off from the portion of the car to be occupied by the pas- 
sengers. The wheels of the vehicle are fitted with solid 
rubber tires. The current is taken from overhead wires by 
two trolleys. There are four overhead wires, two positive 
and two negative, so that there may be no waiting and no 
passing places. Each vehicle cost £725 and is fitted with two 
20-hp motors, manufactured by Siemens Brothers. The 
weight of the vehicle is approximately 7200 lb. unloaded 
and does not exceed five tons when loaded. The new sys- 
tem will link up Wickersley, Bramley and Maltby with the 
Rotherham Corporation electric tramways. The overhead 
equipment was provided at.a cost of about £1,000 per mile. 


Jacksonville Strike 


All efforts to settle the strike of the trainmen in the em- 
ploy of the Jacksonville (Fla.) Electric Company have 
proved futile, and on Nov. 13 the company was operating 
practically its full complement of cars. Interested in the 
effort to bring about a settlement of the differences be- 
tween the company and the men were the board of gov- 
ernors of the Jacksonville board of trade, the public service 
committee of the Council and various city officials. The 
terms which the company agreed to make in an effort to 
terminate the strike were referred to briefly in the ExLrctric 
Raitway JourNnaAL of Nov. 9, 1912, page 1002. It has since 
agreed to several additional concessions. The negotiations 
for a settlement are said to have been terminated on Nov. 
1o with the refusal of the company to recognize the union. 
The presence of the troops in Jacksonville has had a deter- 
rent effect upon the element inclined toward resorting to 
violence, and few acts of lawlessness have been reported re- 
cently. Trade suffered somewhat from the pronunciamento 
of the Mayor requesting women and children to keep off 
the streets, but it is now practically normal. The military 
force has been reduced to the local Jacksonville battalion, 
the members of which are on guard at the power station 
and carhouse of the company. 


Des Moines Interurban Terminal Situation—The Inter- 
urban Railway, Des Moines, Ia., has purchased all the avail- 
able property for the proposed $1,000,000 terminal building. 
It has received authority to employ the right of eminent 
domain and will enter condemnation suits against the recal- 
citrant property owners at once. 

Pennsylvania Railroad Improvements.—It was stated in 
Philadelphia on Nov. 14 that President Samuel Rea of the 
Pennsylvania Railroad will not announce any of his plans 
until the annual meeting of the stockholders in March, 
1913. Additional improvements to the extent of $40,000,000 
are said to be contemplated, the most important being the 
proposed terminal improvements in Philadelphia and the 
electrification of the suburban lines which now use the 
Broad Street station. 


Additional Appalachian Power Under Partial Head.— 
Dam No. 2 of the Appalachian Power Company has been 
completed to the extent that it is now operating under 
partial head. On Oct. 20, 1912, current was turned on in. 
the Pulaski substation, and on Oct. 24 power was furnished 
the Roanoke Railway & Light Company. The Appalachian 
Power Company sells power at wholesale to the Roanoke 
Railway & Light Company, which is the distributing com- 
pany in Roanoke, Va. 

Society for Electrical Development.—The Society for 
Electrical Development, Inc., with principal office in New 
York City, was incorporated on Nov. 13 under the laws of 
New York State to establish co-operative relations among 
the different electrical interests in the United States, Can- 
ada and Mexico, with a view to increasing the use of elec- 
trical energy by the public. Among the directors are: 
Henry L. Doherty, New York; A. W. Burchard, Schenec 
tady; L. A. Osborne, Pittsburgh; A. C. Einstein, St. Louis; 
Walter H. Johnson, Philadelphia; Ernest Freeman and 
John F. Gilchrist; Chicago, — ie 


NOVEMBER 16, IQI2.] 


Plans for Tunnel to Connect Railroads at Boston.—Plans 
for a tunnel beneath the city and harbor of Boston for the 
purpose of co-ordinating all the railroads and railroad ter- 
minals with the steamship terminals, at an estimated cost 
of $50,000,000, have been submitted by William S. McNary, 
chairman of the harbor and land commission and a port 
director, to the different railroads, the directors of the port 
of Boston and the Boston Chamber of Commerce. 


Railway Purchase Price to Be Settled by Arbitration.— 
City Solicitor Johnston of Toronto, Ont., has reported to 
the City Council that there is no hope of an amicable settle- 
ment being reached in regard to the value of the Mimico 
branch of the Toronto & York Radial Railway, which the 
city proposes to acquire. The city’s engineers value the 
property, exclusive of rolling stock, at $30,000, while the 
company values it at $47,000. It has been decided to refer 
the matter to the Ontario Railway Board for arbitration. 


Power Contract at Pueblo.—M. S. Slaughter, manager of 
the Ordway Electric Light & Power Company, has con- 
tracted with the Arkansas Valley Light & Power Com- 
pany, Pueblo, Col., for current from its lines in the valley. 
It is the intention to tap the line at Rocky Ford, as that 
is the chief substation for the entire valley. A petition is 
now before the Crowley County Commissioners asking for 
a right-of-way throughout the county with another sub- 
station in Ordway, which will be the chief distributing 
point for the entire territory north and east within a radius 
of 70 miles. 


Plan to Extend Jurisdiction of First District Commission 
in New York.—The Public Service Commission of the First 
District of New York has adopted a motion to instruct 
counsel for the commission to draft a bill to be presented 
at the next session of the Legislature to extend the juris- 
diction of the commission so as to include all of Long 
Island. At present the jurisdiction of the commission ex- 
tends only to the limits of Greater New York, the public 
service companies in Nassau and Suffolk Counties being 
under the control of the Commission for the Second Dis- 
trict with offices in Albany. 9 


Mayor Thompson of Detroit Defeated for Re-election. 
—Oscar B. Marx, Republican candidate, has been elected 
Mayor of Detroit, Mich., to succeed Mayor Thompson. 
Some months ago Mayor Thompson arranged terms with 
the Detroit United Railway for the settlement of the dif- 
ferences between the company and the city, but these terms 
were not ratified by the electors at a referendum vote. 
Judging from his expressions of opinion during the cam- 
paign which preceded the election, Mr. Marx will assume 
a militant attitude toward the company similar to that taken 
by Mayor Thompson previous to the election. 


Electric Railway Retains Agricultural Expert.—Russell 
H. Boggs, president of the Pittsburgh, Harmony, Butler & 
New Castle Railway, Pittsburgh, Pa., has retained an ex- 
pert agriculturist to report on the possibilities for the cul- 
tivation of small farms along the company’s line. Some 
time ago the Pittsburgh Industrial Development Commis- 
sion took up the question of tilling the soil on small neg- 
lected farms with the State Agricultural Department, which 
set men to work in Allegheny County in an effort to educate 
the farmers in obtaining greater crops with their lands. 


Decision in Bridge-Operating Case in New York.—Su- 
preme Court Justice Kelby in Brooklyn has decided that 
the Manhattan Bridge Three-Cent Line can cross the tracks 
of the Brooklyn Rapid Transit Company and extend its 
service from the Brooklyn plaza of the Manhattan Bridge 
to Fulton Street along the Flatbush Avenue extension, but 
has denied the application of the Manhattan Bridge Three- 
Cent Line to annul the permit granted to the Brooklyn & 
North River Railroad by Bridge Commissioner O’Keefe 
permitting the allied electric railway interests of New York 
and Brooklyn to operate on the Manhattan Bridge before 
entering into a contract with the city. 


Decision in Denver Franchise Case.—In the case of the 
Mercantile Trust Company, New York, N. Y., against the 
city and county of Denver involving the validity and dura- 
tion of the franchise granted in 1885 to the Denver Elec- 
tric & Cable Railway, which is now controlled by the Den- 
ver (Col.) City Tramway, the United States Circuit Court 
of Appeals on Nov. 11, 1912, held that the company is en- 
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titled to use every street in Denver for street railway pur- 
poses, but that the franchise is not perpetual. The court 
also holds that under a special agreement ratified by the 
voters of Denver in 1906 the matter cannot be adjudicated 
until 1926. Arguments in the case were concluded before 
the court in September, 1912. 


Change in Time of Meeting of the C. E. R. A. Proposed. 
—At the next regular meeting of the Central Electric Rail- 
way Association, which is to be held at the Southern Hotel, 
Columbus, Ohio, on Nov. 21, 1912, the question wiil be 
voted on of amending Art. 1, Sec. 1, of the by-laws of the 
association so as to read as follows: “The regular meetings 
of this association shall be held on the second Thursday 
and such suceeding day or days as the executive committee 
may designate of each January and July, at 9.30 a.m., sub- 
ject to change by the executive committee after due notice.” 
The section of the by-laws referred to now reads: “The 
regular meetings of this association shall be on the fourth 
Thursday of each January, March, May, September and 
November at 9.30 a.m., subject to change by the executive 
committee after due notice.” 


Changes in Personnel at Seattle—A number of changes 
in the personnel of the railway department of the Seattle 
division of the Puget Sound Traction, Light & Power Com- 
pany were announced following the appointment of A. L. 
Kempster as general superintendent of the Seattle division 
o1 the company. G. A. Richardson, superintendent of trans- 
portation, succeeds to Mr. Kempster’s title of superinten- 
dent of railway. D. W. Henderson, superintendent of Di- 
vision No. 1, has been advanced to the place made vacant 
in the office of the superintendent of transportation, and 
he is succeeded in his former position by W. A. Burrill, 
chief dispatcher. Mr. Burrill’s former position has been 
taken by C. A. Hadley, first assistant dispatcher, who has 
been succeeded by H. L. Lovelace, and the latter has been 
succeeded by F. L. McAllister, and Mr. McAllister by J. M. 
Day. 

Extensive Improvements Planned by Northwestern 
Pennsylvania Railway.—Extensive improvements are 
planned by the Northwestern Pennsylvania Railway, 
Meadville, Pa., with a view to putting the entire property 
in first-class condition and giving up-to-date service be- 
tween Erie and Meadville. A connecting line will be built 
near Cambridge Springs, new equipment will be purchased 
and extensive changes will be made in the power system. 
Through limited service between Erie and Meadville is be- 
ing planned, which, it is expected, will reduce the running 
time between these points about one hour. Through freight 
and express service will also be installed. The merger of 
the Erie Traction Company and the Meadville & Cambridge 
Springs Railway will also make possible through service 
between Erie and Conneaut Lake during the summer 
season. 

Duluth Strike Declared Off —Announcement was made in 
the local papers at Duluth, Minn., on Nov. 7, 1912, that the 
strike of the employees of the Duluth Street Railway has 
been officially declared off. The strikers have been apply- 
ing for reinstatement for some time past, and those who have 
not been guilty of any disorder or been active in interfer- 
ing with other men who wanted to work have been re- 
employed by the company. Many of the men who went on 
strike have left town and others have secured employment 
elsewhere in the city. A considerable number of men will 
not be taken back. All who have been re-employed return 
as new men so far as their seniority rights are concerned. 
For several weeks past only twelve to fifteen men have 
attended the union meetings and the strike was undoubtedly 
declared off so as to enable such men as were acceptable 
to the company to return to work without further loss of 
time. 

Important Referendum in Ohio.—At an initiative election 
in London, Ohio, on Nov. 5, the Ohio Electric Railway 
secured important rights which it has long been seeking. 
For several years this company had been running the cars 
of its Columbus-Dayton division through London over a 
long and circuitous right-of-way, which needlessly increased 
the danger and expense of operation. The company fre- 
quently appealed to the Town Council for a shorter and 
more direct route without success, and the controversy 
eventually reached an acute stage where street paving and 
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complicated legal proceedings were involved. As a last re- 
sort the company invoked the initiative and after an edu- 
cational campaign conducted by the C. W. Lee Company, 
New York, N. Y., which embraced every phase of the pro- 
posal, the voters on Nov. 5 approved the ordinance granting 
the new right-of-way. The vote cast at the election was 
the largest in the history of the town. 


Decision in Regard to Use of T-Rail in Bridgeport.—In 
acting on the petition of the Connecticut Company, New 
Haven, Conn., for approval of a proposed method of recon- 
struction of tracks on Fairfield Avenue in Bridgeport, from 
Main Street westerly to Park Avenue, a distance of about 
3000 ft., the Public Service Commission of Connecticut has 
ordered that the grooved rail be used as advocated by the 
city, because the part of the street involved is narrow and 
the traffic there both heavy and constant. The petition for 
approval of proposed method of reconstruction of tracks 
on Fairfield Avenue in Bridgeport, from Clinton Avenue to 
the railroad viaduct, a distance of about 3900 ft., and the 
petition for approval of the proposed method of recon- 
struction of tracks in Bridgeport through Noble Avenue 
from Barnum Avenue and for a distance of about Iooo ft. 
on East Washington Avenue to Williams Street, were 
granted, the company receiving permission to use the de- 
sired T-rail. 

New Offices for New York, Westchester & Boston Rail- 
way.—The offices of the New York, Westchester & Boston 
Railway have been moved from the Grand Central Terminal, 
New York, to the general office building at 180th Street and 
Morris Park Avenue, New York, which forms part of 
the company’s express station at 180th Street and Bronx 
Park. The superintendent, general passenger agent, aud- 
itor, secretary, treasurer and purchasing agent, claim agent 
and maintenance department are all located at the new 
offices. The maintenance department has charge of track, 
bridges, catenary system, buildings, signal system, tele- 
phone system, electric elevators and everything associated 
with the maintenance of the railroad except the cars. This 
department is organized as follows: John Roberts, engineer 
of maintenance; M. H. Loughridge, assistant engineer; F. 
Zogbaum, electrical supervisor; Charles Miller, roadmaster; 
C. A. Dassler, building supervisor; C. E. Arnold, general 
signal foreman; John Murphy, general track foreman; W. A. 
Young, telephone inspector; H. A. Marshall, chief clerk. 


Political Prognostications——In connection with the pre- 
dictions which are being made at Washington in regard to 
the program of the incoming administration, it is said that 
the Commerce Court, the life of which is now limited by 
Congressional act to March 4, 1912, will be abolished. The 
Democrats are opposed to the court and at the last session 
an attempt was made to have the judges composing the 
court returned to their former circuits by eliminating from 
the annual budget the appropriation made for the court to 
carry on its work. There will doubtless be a change in the 
political complexion of the Interstate Commerce Commis- 
sion. Four Republicans and three Democrats now compose 
the commission. Of these the term of Commissioner Edgar 
E. Clark of Iowa, a Republican, expires on Dec. 31, 1912. 
The term of Commissioner Judson C. Clements of Georgia, 
a Democrat, expires on Dec. 31, 1913. On Dec. 31, 1914, 
Commissioner Charles A. Prouty, a Republican, closes 
seven years of service. Mr. Prouty is the first Republican 
whose term expires after Mr. Wilson becomes President 
and his retirement will afford the Democrats an opportu- 
nity to control the Interstate Commerce Commission. 

Determination of New York Rapid Transit Routes Be- 
fore Courts—Having failed to procure the required con- 
sents of property owners to the construction of the Park 
Place, William Street and Clark Street Subway, the Pub- 
lic Service Commission for the First District of New York 
has applied to the Appellate Division of the Supreme Court, 
First Department, for the appointment of three commis- 
sioners to determine whether the road shall be built as 
planned. The rapid transit law requires the consent of 
owners of property to the extent of a majority in value 
along the road, and if this consent is not obtained there 
must be a determination by the Appellate Division that the 
proposed road is a public convenience and should be built. 
Commissioners appointed by the court take testimony as 
to the need for. the new road and make a report either for 
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or against the project. When a favorable report is con- 
firmed by the court it serves in lieu of the consent of 
property owners, The commission has given notice of a 
similar application to the Appellate Division in the Second 
Department for the appointment of commissioners to de- 
termine whether the route laid out by the commission for 
the extension of the Steinway Tunnel from its terminus in 
Queens Borough to the Queensboro Bridge Plaza shall be 
built, the requisite property owners’ consents on this line 
not having been obtained. : 

How W. B. McKinley Has Helped Students.—According 
to the New York Times of Nov. 10, 1912, William B. Mc- 
Kinley, president of the Illinois Traction System, Cham- 
paign, Ill, has, on the recommendation of Dean Clark of 
the University of Illinois, loaned students at the university 
$50,000 in the last fifteen years without loss. Mr. McKin- 
ley is quoted in part as follows: “I began to help students 
about fifteen years ago. I do not remember the circum- 
stances. I suppose some boy needed money and asked 
me for it, After that they kept coming. I got the idea of 
this method of helping them from hearing our general 
attorney, Albert S. Woodman, of Portland, Maine, tell how 
his father helped students through Harvard. I have al- 
ways confined my student loans to men. Many a boy gets 
well started in his engineering course, or whatever profes- 
sion he may have chosen, and just as he becomes interested 
and enthusiastic his money gives out. Then he has to give 
it all up unless some one comes to his aid. If you want 
to see some of our boys, go to any of the Illinois Traction 
System’s power plants. We do not agree to give them 
a job or anything of that kind. But every company is 
looking for skilled, competent help, and if a boy from the 
university comes to us and we have a place for him, he 
goes on the pay roll. For the last eight years Dean Clark 
has handled the entire matter for me. His ‘O. K.’ on a boy 
is all I ask. He has worked with them for twenty years 
in the University of Illinois. Since the year 1900 he has 
been dean, which means that he is counselor and friend to 
3500 boys each year. Dean Clark knows boys, and he 
knows my views on the subject of helping them.” 


PROGRAMS OF ASSOCIATION MEETINGS 


Alabama Light & Traction Association 


Arrangements were made to hold the annual meeting of 
the Alabama Light & Traction Association at Birmingham, 
Ala., on Nov. 14 and 15, 1912. The sessions were to be 
held at the office of the Birmingham Railway, Light & 
Power Company. The only paper with direct bearing on 
electric railway work was one by L. D. Mathes, of the Mont- 
gomery Traction Company, with the title “Street Railway 
Matters and the Double-Deck Gar.” 


American Society of Mechanical Engineers 


The annual meeting of the American Society of Mechan- ‘ 
ical Engineers will be held at the home of the society in : 
New York, Dec. 3-6, 1912. The business meeting of the as- 
sociation will be held on the morning of Dec. 4, IQ12, 
and will be followed by simultaneous sessions under the 
direction of the gas power section and the sub-committees 
on machine shop practice and textiles. In the afternoon re- 
ports will be presented by the committees on power tests, 
symbols, etc. On the morning of Dec. 5 simultaneous ses- 
sions will be held under the direction of the sub-committees 

on railroads, iron and steel and cement manufacture. In the 
afternoon there will be sessions on the power plant and on. 
hydraulic and pneumatic apparatus, including centrifugal 
pumps, blowers and the measurement of flow of liquids. 
On the morning of Dec. 6 there will be a session of the sub- 
committee on administration at which will be reviewed the 
Present state of the art of management. The publication of — 
the papers to be presented at the meeting was begun in th ee 
September issue of the journal of the society. Among | 
papers already published are the following: “The Principle: 
of Valuing Property,” by H. K. Rowell; “Investigation 8 
Efficiency of Worm Gearing for Automobile Transmission, 
by William H, Kenerson, and “Air in Surface Co 
tion,” by George A. Orrok. e 
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Financial and Corporate 


Stock and Money Markets 


Nov. 13, 1912. 
The market for securities traded in on the New York 
Stock Exchange was more nearly normal to-day than on 
either of the earlier days of the week, there being no repe- 
tition to-day of the pressure on prices which has been exerted 
so persistently of late. One of the features of the market 
was the sale on Nov. 12 of 4oo shares of American Brake 
Shoe & Foundry common stock at 103, recording an advance 
since the first of the year from 911%. Rates in the money 
market to-day were: Call, 5@6 per cent; sixty and ninety 
days, 534 per cent; four months, 514@534 per cent; five and 
six months, 54@5% per cent. 

Trading in Philadelphia to-day was narrow and reflected 
very largely the trend of the New York market. At the 
close prices were slightly off from those of the earlier hours. 

The Chicago market was narrow and dull. Small sales 
were recorded of Chicago Railways Series 2’s and Kansas 
City Railway & Light preferred, but these were the only 
traction sales. The demand for bonds was _ better to-day 
than it has been for some time. 

In the Boston market the Massachusetts Electric issues 
were perhaps the most active in the railway list. The 
market for bonds was dull. 

The market for stocks in Baltimore to-day was narrow 
and dull. Transactions in the bond market totaled $57,000. 

Quotations of traction and manufacturing securities as 
compared with last week follow: 


: Nov. 6 Nov. 13 
. American Brake Shoe & Foundry (common)......... 98% 104 
American Brake Shoe & Foundry (preferred). 145 
American Cities Company (common)........ 377 3946 
American Cities Company (preferred)........... +s 80% 8018 
American Light & Traction Company (common)...... 430 430 
American Light & Traction Company (preferred).... 108% 108 
American Railways Company. ...scccecccsscsccsecees 41 41% 
Aurora, Elgin & Chicago Railroad (common).. 424% 42% 
Aurora, Elgin & Chicago Railroad (preferred).. 89 89 
Bontons Mlevated Railway. esi k. csv eetes stan 122 122% 
Boston Suburban Electric Companies (common) al5 al5 
Boston Suburban Electric Companies (preferred). . a78 a78 
Boston & Worcester Electric Companies (common).... 8 8% 
Boston & Worcester Electric Companies (preferred).. a50 a50 
Mrookivia amide E nansibs COMPANy «<i: <\sjo0s seis cieie s tas.cle 91 9 
Capital Traction Company, ASI ELOM ah haste tee fale e 123 122% 
BeSCa CMe liyae RAUL WAY area ra 20. cl 0i4i co: erin «aie ed vibes 8 ae « 150 150 
Chicago Elevated Railways (common)..............+. 30 32 
Chicago Elevated Railways prewed) Och Seo aon 90 89 
PECADO INAMLWAVSEDECDUS, CEL. Licesie. e siielee ciclo oyeciere 85 88 
SURICAgOn Rall WAYS PUCDLO.,, Chi. Ze 5 ccc inne niece nese 24 = 7) 
Pome tavS! DtCDEG., Clin Sclccstuicle ap ica ces eus 83% 8Y% 
Chicago Railways, ptcptg., ctf. 4....---6sseeeereeeene 3% 4% 
SPORT SILECT CAL WAY ve ees nics vicicecsls views recess 127% 127% 
Cleveland, Southwestern & Columbus Ry. (common).. 6% 6% 
Cleveland, Southwestern & Columbus Ry. (preferred)... 34 34 
Cleveland Railway.--...--....-.-seeceseeeeeceeeees 106 106 
Columbus Raiiway & Light Company.......-..-....++ a55 55 
Rolmmipus Railway. (COMMON) .... 2... es cceeweenes sees 82% 82% 
Columbus Railway (preferred).........+..eeseeeeeeee 90 90 
“Denver & Northwestern Railway...........-+++++++- 122 122 
Detroit United Raiiway.......... Peat sete iv aiare waters 80 72% 
General Electric Company........-...seseeeeseeeees 183 ae 
_ Georgia Railway & Electric Company (common)...... 125 125 
. Georgia Railway & Electric Company (preferred).... 83 83 
Interborough Metropolitan Company (common)..... 20% 20 
Interborough Metropolitan Company (preferred)...... 66% 64% 
International Traction Co., Buffalo, 4% bonds, rets.. 75 75 
Kansas City Railway & Light Company aa meee 20 20 
Kansas City Railway & Light Company (preferred).. 40 40 
Lake Shore Electric Railway (common).......++++++ WA 7 
Lake Shore Electric Railway (lst preferred)......... 90 oe 
Lake Shore Electric Railway (2d preferred).....--.- 25% ‘ aa% 
Manhattan Railway..........:seseeeeseeseeeeeeeees 32 Ee 4 
Massachusetts Electric Companies (common)...... eae 1s 8 
Massachusetts Electric Companies (preferred)......-- 17, fee 
Milwaukee Electric Railway & Light Co. (preferred). . et ead 
Monte ma tsa tars BA rd 
67 7134 
.al05 al05 
Suteake Gaeha 50% 50% 
aides eats 43% 43% 
bpd onl aievelnarneaines 27 27% 
eae Te pimaie ac in 
Lie cere aera. wie eyere 11 
eet en tase xt aic'e's « 39% 3734 
ie 108 10334 
: 4 
f Indiana (common).....-- 6 6 
f Indiana ist Tishaa 2 
i referred)... 
Bigg Ao eee 2554 25% 
SIRES ee me a 
Se S a aeaeec mea “te 33 
4). 87% 8974 
ever 89% 8714 
89% 89% 
SU) ast 
Company. <2 -2+00essee. 84 80% 
- Cia preferred).. 123 122 
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ANNUAL REPORTS 
Boston wHevated Railway 
A summary of the pasinereae the Boston (Mass.) Ele- 


vated Railway for the year ended June 30, 1912, as presented 


at the annual meeting of the stockholders on Nov. 4, 1012, 
follows: 


Gross sreventie. from operation: . aise see sin ear eeitemecite es $15,904,046 
PDErALING eC CXPENSCS. 2 ,e.0\05,0\s.5 Svs caaiw oleh wits pean ee nice ee tees 10,976,634 
Net operating revenue of owned and leased lines........ . $4,927,412 
Interest on deposits, etc.......... Pts yA 2,508 
Interest from securities owned.. eh 69,460 
Interest charged to construction..........ecceceees 496,527 618,495 
sree teneae $5,545,907 
Tremont Street subway rental......ccccccsccccese $211,751 
Less amount collected from Bay State Street Railway 26,011 
$185,740 
Interest on funded debt of West End Street Railway 725,593 
Dividend on preferred stock of West End Street 
RaAtWavomts! DEDL CONE cic’ 0010's ove.dt.0% lois bile ve auibale 512,000 
Dividend on common stock of West End Street 
PREMWAV FE/ ADET A COLGs niciaciacteie stele: 8 atereicillel ae Sielelde oa 875,710 
Dividend on stock of Somerville Horse Railroad 
SomMpai yk Oe PEI COTE we + ateieisis ofeanrciece tere le afeieie encliclets 9,180 
Taxes on West End Street Railway........0-+ce. 613,839 
Interest and taxes on leased property of Bay State 
PIPCELMIN GIL WH UM arcinci ii inie cinco tik cicieloiueteeatns, leatee 49,955 
Rent of Newtonville & Watertown Street Railway 6,084 
Total payments on account of leased railways...........- 2,978,102 
letterenta Ot futlded» GEDts,< sacs ¥ere.eisl<ie «si pfera'e ave sie eishe $706,000 $2,567,805 
THCPLESENON. Untunded (AeDt. 5 <.c1c,c.¢ 0% 05.019 oct cies sin crate 131,033 
faxes). Boston -Elevated (Railways cies ce sc occlsesieioe 454,758 
Tax on earnings and United States income tax...... 153,158 
Washington Street tunnel rental...........eeeee8- 340,500 
PAStesOStor Giunnely rental l,i viele sis iclarsieist ete iv’ e/sieis\a)el siete 58,781 
Cambridge connection rental i .0s..c5 «0s s6 ew'sece snc 18,204 1,862,437 
PESTLIRUNES Gs Bacarra: Brad 6) th aye anh’ cooler eieiale aie 66 t b dle mug lores Ole eee Ree oho ates $705,368 
Dividend No. 23, paid Aug. 15, 1911, 3 per cent.... $598,500 
Dividend No. 24, paid Feb. 15, 1912, 3 per cent.... 598,500 1,197,000 
Were rk et Ot Lier SEAT eh ser ae rcisler ave sx wiiacs ott eier erat etbmitieierencke lois, 5% $491,631 


The details of the gross earnings and operating expenses 
for the year, as taken from the income account, follow: 


Revenue from operation: 


EOL e PaSSCO MENS, « sYeree vers evalere de: oper aye eye eystapsiche erare. siege wenden $15,467,352 
From parlor, chair:and special cars. 3 23,699 
Orie LE AIL 5 sis(al cl siulei’ tee! eldisvesv’s orelarnie = 36,773 
From miscellaneous transportation. 1,553 
From station and car privileges.... 194,886 
From rent of track and terminals........ 49,781 
From rent of buildings and other property. 103,346 
TOMO WET co rercta cine eielarsste (ste srelaietala ts cateralete steaiers aiererasend ste 26,654 

PIC lend piotete wig cg aiekoietstaistvtecauaiel tn = Gia dia'e (a nieve oternictene als, sfe.eleuetaivid $15,904,046 

Operating expenses: 

For maintenance of way and structures..........+.eeeeeee $1,593,013 
Kor smaintenhance Of equipments... << «- «ie etltielelsitieislelere:ss sles 1,428,575 
Wore @enerals EX PenSesares ste si: sjetois/el aire leivietisiereia tere! o Sierelere row orare 1,857,126 
Or WMaritr ex pENSed se a eye hiale o siaieie's eis. tisis.oti ne eye arere oivial sic vere tals 35,785 
For transportation €xpemSeS ....ceceneccccrsenevcecseces 6,062,135 

ED tar lintee focus cohol ovktee et ein clotatiiw oie) ocala aio ola ie ecoscielio at otaie loraiale Fe $10,976,634 


William A. Bancroft, president of the company, said in 
part in his report to the stockholders: 

“Tmportant additions to the rapid transit facilities have 
been made during the past year. The Cambridge subway, 
which was built by the company, with the Beacon Hill tun- 
nel connection, built by the Boston Transit Commission, 
was opened for business on March 23, 1912. The East Cam- 
bridge elevated extension, running from the North Station 
through the West End district and over the Charles River 
viaduct to Lechmere Square, Cambridge, was opened to the 
public on June I, I9I12. 

“An additional station at Green Street on the Forest Hills 
elevated extension has been built and was opened to the 
public on Sept. 11, 1912. 

“Changes have been made in Sullivan Square station 
which provide separate loading and unloading platforms for _ 
inward and outward bound elevated trains, and these new 
facilities were first opened for public use on Aug. 25, 1912. 

“Important changes are being made in the Dover Street 
station that will materially increase its capacity, and these 
will be completed before the first of the year. 

“Additional stairways have been provided at the Rowe’s 
Wharf and the Forest Hills stations, furnishing additional 
entrances and exits. 

“The extension of platfurms to provide for eight-car 
trains at all stations except Dover Street has been com- 
pleted, and when the new station at Dover Street is fin- 
ished the entire elevated system, including the Washington 
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Street tunnel, will have platforms of sufficient length to 
accommodate eight-car trains. 

“Surveys have been completed for the Malden elevated 
extension, and contract has been placed for the structure 
and bridge over the Mystic River. 

“There have also been added during the year 7.117 miles 
of surface track, the principal additions being in and around 
Harvard Square, Cambridge; on Geneva Avenue, Dor- 
chester, and on Southampton Street, Roxbury and South 
Boston. 

“The total length of surface tracks controlled by the com- 
pany is now 472.073 miles. This, with the elevated mileage 
of 35.018 miles, makes a total mileage of 507.001. 

“The new power station at South Boston and substations 
at Roslindale; Coolidge Corner, Brookline; Kendall Square, 
Cambridge; Arlington and East Boston (reference to which 
was made in the last report) have been completed, and the 
South Boston plant began supplying power to these sub- 
stations and the substations at Egleston Square on Nov. 
14, 1911. The option which the company had for a third 
15,000-kw turbo-generator for the South Boston station has 
been taken up, and this unit is now being installed, and, 
when completed, the station will have a generating capacity 
of 45,000 kw. 

“The pre-payment car has proved to be such a success 
that the company has ordered seventy-five more of the same 
design as the fifty received last year, and alterations are 
being made to the earlier semi-convertible cars to convert 
them to the pre-payment type. 

“The twenty additional elevated cars and the forty large 
cars for the Cambridge subway ordered last year have been 
received, and twenty more cars to be used in this subway 
have been ordered. 

“The company issued during the year $5,000,000 of 41% 
per cent gold bonds, dated Nov. 1, 1911, running for thirty 
years. 

“Leases of the Dorchester tunnel, the Boylston Street 
subway and the East Boston tunnel extension, and the ex- 
tension of the leases of the Tremont Street subway, the 
East Boston tunnel and the Washington Street tunnel, were 
executed on Dec. 11, 1911. The leases for all these subways 
and tunnels run till July 1, 1936, and thereafter until ter- 
minated by a two years’ notice by either the city of Boston 
or the company. 

“Several increases in wages have been made, and notice 
has been given to car employees that the act providing for 
shorter hours of labor in effect on Jan. I, 1913, will be car- 
ried out without reduction in pay. 

“From the summary of stockholders of record June 30, 
1912, hereinafter printed, it appears that the total number 
is 4828, holding 199,500 shares of stock. Of these, 4314, 
holding 178,159 shares, live in Massachusetts. This shows 
that nearly 890% per cent of the stock is held in Massa- 
chusetts. The average number of shares held by each 
stockholder of the company is a little over forty-one shares. 

“A strike of some of the car service employees, which 
began on June 7, 1912, and lasted until about Aug. I, Io912. 
seriously affected the company’s receipts and expenses and 
was the sole cause of the deficit for the year.” 

Traffic statistics compare as follows: 


WRicenng eh Sree rere tag torata lores 4 <"s 5 exe, 0 via/=/e\c, 810; a lacb.010 3/010 bial fra lhe 6,073,706 
Revende rear sailed Clevated ion. oie. sc ticles foie Buvtle erelecheraminene 9,362,316 
Revenue car miles, GHOBACE Sie is bcwiei oak nyse wa eee ee 45,202,162 
Revenwescaraniles) UL 1S. mailcars:. 65 os ois seas so tresses 225,695 

MEGtAL PRVE CRE: MCR ay sa. pie Baio ad. ie veo hee Ea 54,790,173 
Revenue passengers on elevated and surface cars............ 310,310,009 
Potal révenGestrom cat Operations. sisje:. wore oe 00s canoe eee em $15,527,825 
Average receipts per revenue passenger, cents.............. 4'992 


Dominion Power & Transmission Company, Ltd. 


Gross earnings of the Dominion Power & Transmission 
Co., Ltd., of Hamilton, Ont., in the year ended Dec. fii 
IQII, were $2,251,247 and interest of $1,636 was received, 
making total revenues of $2,252,883. Operating expenses 
were $1,232,240, leaving net revenues of $1,020,643. Bond 
interest was $335,758 and surplus earnings amounted to 
$684,885. From the total surplus account there were de- 
ducted the following: Adjustments, $18.883: replacement 
account, $12,822; reserve account, $550,000; dividends, $358,- 
263. The balance as of Dec. 31, 1911, was $764,606. 

The report of J. R. Moodie, the president, says in part: 
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“The growth of the various lines of business continues in 
satisfactory volume. The cost of operation is affected by 
the general increase in the cost of labor and material to 
about the extent that might be expected, at the same time 
showing no abnormal increase. 

“The company’s earnings were adversely affected by the © 
extraordinary electrical experiences at the power house dur- 
ing February, while the company was also subsequently 
called upon during the year ‘to resist what was considered 
an unfair and unwarranted attack on the company’s busi- 
ness in the shape of a civic by-law providing for competition 
in lighting and power by the city and the submission of the 
by-law to the vote of the ratepayers. 

“The payment of dividend No. 19, being one of the arrears 
of preference cumulative dividends, should afford the share- 
holders a measure of satisfaction. 

“During the year important additions to the power plant 
were made in the items of a new substation, located at the 
corner of Cannon Street and Stirton Avenue, and two gen- 
erating units of 6400-kw capacity each with the regular ac- 
cessories at Power Glen. Much was done in the betterment 
of the tracks of the street railways and its rolling stock was 
largely improved and added to. The power plant for the 
street railway was increased by 50 per cent. These improve- 
ments, while costly, are well made and well warranted.” 


West Penn Traction & Water Power Company 


The statement of earnings of the West Penn Traction & 
Water Power Company, Pittsburgh, Pa., and subsidiary 
companies for the years ended Sept. 30, 1912 and 1011, is as 
follows: 


, ’ 1912. 1911. 
Gross) receipts, -ia insiders = 2 Asresmioieyelesi sgn ale uals aie $2,899,521 $2,107,215 
Operating expenses Vand  taxess cc .\jeoeualeleeiralcieene 1,535,996 1,054,953 
Net Garnitgs) 2715 ayo =! cleletoselntatn eiele ohaystarsiete/ereatete ee $1,363,524 $1,052,262 
Fixed charges: 
[Interest on bonds of West Penn Traction 
Company and subsidiary companies from 
Sept. 30, 1911, to Sept. 30, 1912, from 
dates. isstied): ..2).e sore s's «cis esteraimateya eeperets $665,073 
Amount required to pay 5 per cent per 
annum on $2,750,600 preferred stock of 
the West Penn Railways.......0s<ess- 137,500 
Amount required to pay 6 per cent per 
annum on $1,625,000 6 per cent cumu- . 
lative preferred stock of the West : 
Penn. Tractién  Compatry.. 5... sirimmnote 97,500 
— 900,073 740,324 
$463,451 $311,938 


Since the first annual statement of the company in 1905 
the earnings have shown a steady and substantial growth 
as indicated by the following comparisons, which, with the 
exception of the last item, are for the years ended Dec. 31: 


Gross. Net. 
1D 1S. drecavsnebane stat sie eiVedelt hehe rete eT $1,060,238 $480,480 
4206 e's» lehje eagaselo%e 4,0 0) Ses Srope ace Ne 1,409,493 635,516 
1907. sss esesestenecstccssateseese reassess 1,603,100 761,333 
1908 buses Mints ciate ae ene eee ee 1,551,138 691,874 
ae ahela is ele (oie guers.te. «:eco.naralareaceusinie a Crane 1,767,915 786,574 
VO1Q sss ese eeec esse eben estasetces eee erene 2,042,002 1,054,359 
POLL steeseeaeerssecesenceesnesenesceees 2,260,286 1,148,005 

ita shoue'§,6)a)acove toe, Klelete Raa Crean 2,899,521 1,363,524 


*Year ended Sept. 30, 1912. 


Commission Order Approving Issue of Pacific Electric 
; Railway Bonds 


In approving the issue of $5,285,000 additional refunding 
mortgage 5 per cent bonds for refunding by the Pacific — 
Electric Railway members of the Railroad Commission of 
California say: 

“It will be noted that all the bonds to be refunded bear in- 
terest at the rate of 5 per cent, and that this is also true of 
the bonds which it is now proposed to issue. 

‘The commission made inquiries into the value of appli- 
cant’ property, but was unable to secure the information 
which it will be necessary for applicant to furnish in case 
it desires hereafter to issue bonds for purposes other than 
refunding. eee 

“From the point of view of applicant, it will be des rabl 
that its application be granted, for the reason 1 
strengthens applicant’s finances to have the underlying 
issues on its constituent corporations paid, so that its 
900,000 mortgage may become a first mortgage on 
property. The public will not be injured in any way 
grant of the application. We find that the pu 
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which the bonds for which application is made are to be 
used are not in whole or in part reasonably chargeable to 
operating expenses or to income and recommend that the 
application be granted.” 

The recommendation of the commissioners who consid- 
ered the application was adopted by the commission. The 
bonds to be refunded are as follows: 

First mortgage 5 per cent bonds of Los Angeles Inter- 
urban Railway, $2,537,000; Los Angeles & Redondo Railway 
first mortgage 5 per cent bonds, $500,000; Los Angeles & 
Redondo Railway first mortgage 5 per cent bonds, $2,248,000. 


Ohio Commission Approves Expenditures for Improve- 
ments 


The Public Service Commission of Ohio has authorized 
the Northwestern Ohio Railway & Power Company, To- 
ledo, Ohio, to issue $193,000 of first mortgage 5 per cent. 
gold bonds at not less than 85 to be used to pay for addi- 
tions and betterments to its plant and equipment as fol- 


lows: 
Power House Appitions. 


(Mayo. IUMOT RE eco aS aR Sen OOO eae a CE ae ene Ce ee $11,150 
Turbine, 1700 kva, exciter, 75 kw, switches and transformers..... 32,000 
TTB MEG 25 re 5 ak BRE G SE eee i ie ne ae j 
Pe ipatieanG NEW) ICOMCETISED: INTAKE, «. css ccccisie es ec cieweetvececee 7,000 
ame BOM SCMEWT CIN Ds nc cle dive sieis'- << cain cls c'sie vie bees ece evi erewseue 4,000 
eel rare rm MLCT Meyer net cine 2 5's che one wleree Edad aes sacve gla buns 1,500 
SOCEM MEOUUATIONS Lc Gere S20 cele cclceisc ¢ sales cei sled are"eeeie's 4,000 
SUM GNCRMUNGTEETGEGN SLOMGTSS clials ce c's ov cole sidene gclesclds coeeeccue 3,500 
Routine Stock Appirions. 

BUR ULE TREE ATV Ete SENOS Fyo , ous ohcia afacsla lg a clavaséeave dvd aval dad's glwcaelk'o eae 6,000 
Mite tures motor cars fof trailers... 00. secebsccspecicecdaevien 500 
Pitre MUO RMEH LR RN are SEAS Gs s <4 bic calves be cue'sie 4,002 Owe awe 1,500 
OE es Ml A OM te era a ray ig eran a/vien die doe pee ears w 'eieins 6 pave se 1,000 


TRANSMISSION SysTEM EXTENSIONS. 


Extension of transmission system at Port Clinton, including one 
200-kw turbine and one 200-kw frequency changer, to be in- 
stalled at the power house of the Northwestern Ohio Railway 


Ran co Ure COCR LEI R USP ehssa ic aie chatchcléic/ers lolol eo. visio. \o o.a,ae.e/elepayoveyeubia 11,000 
Extension of transmission and distributing system throughout the 

ged RCN IE TCIM e Me civ Fie ed's vib Stele reise clare slecels 0is)e edie vleleyele.e 13,500 

MIscELLANEOUS. 
Purchase of the property of the Port Clinton Light & Power Com- 

DAILY sisinie oo, elele a circ e sieisin wclse He teme stale cieeeetsceercecevercerees 30,000 
NCLCA OME CGRICART OGG AE GETION f. jcsacs0¢ nic. cc s.e.0ee 08's ve tie Paves es 9,000 
Ptcrereioncements, at Bay! Points... gujosa sass es es caine e's seindies ses 6,000 
GS DUI iss tod A 08S Sac OOS Cee 3,000 
PMG OPEN Pe AMG SINCIGCMIAIS 5, eisjencicsc sacs sses voce cence teces 17,550 


Central Park, North & East River Railroad, New York, 
N. Y.—At the sale of the Central Park, North & East River 
Railroad under foreclosure on Nov. 14, 1912, the property 
was bid in for $1,673,000 by Edward Cornell, of Davies, 
Auberbach, Cornell & Barry, New York, N. Y., attorneys. 
Mr. Cornell outbid Theodore P. Shonts, president of the 
New York Railways, acting in the interest of that company. 
No announcement was made in regard to the interests 
which Mr. Cornell represents. The sale of the property of 
the Central Park, North & East River Railroad was fixed 
originally for Oct. 31, 1912, but a committee of the stock- 
holders of the company secured an adjournment in their in- 
terest. The company executed a first consolidated mort- 
gage to secure an issue of $1,200,000 of 7 per cent bonds 
dated Dec. 1, 1872, and due Dec. 1, 1902, and after maturity 
these bonds were held alive in the investment account of the 
Metropolitan Street Railway and deposited as part collat- 
eral for its bonds and in this way became an asset of the 
New York Railways, which acquired the property of the 
Metropolitan Street Railway under foreclosure on Dec. 31, 
IQII. 

Chicago (Ill.) Railways—At a meeting of the board of 
directors of the Chicago Railways on Nov, 11, 1912, H. A. 
Blair was elected chairman of the board; John M. Roach, 
president; Seymour Morris, first vice-president, succeeding 
Williston Fish; Markham B. Orde, treasurer; Frank L. 
Hupp, secretary. The executive committee is composed of 
H. A. Blair, chairman; John M. Roach and Seymour Morris. 
Williston Fish retains the office of general manager. 


Kansas City, Outer Belt & Electric Railroad, Kansas 
_ City, Mo.—The United States & Mexican Trust Company, 
_ Kansas City, Mo., has applied to Judge John C. Pollock, 
of the District Court of the United States for Kansas, for 
the appointment of a receiver for the Kansas City, Outer 
Belt & Electric Railroad, which defaulted in March, 1912, 
in the payment of interest on $1,900,000 of outstanding 
onds, Most of the holders of the bonds have deposited 


their securities with a prospective committee, of which 
Calvert Brewer is secretary. The date originally fixed for 
the receipt of deposits was Sept. 14, 1912, but the time for 
receiving deposits was subsequently extended to Nov. 15, 
IQI2. 

La Crosse (Wis.) Water Power Company.—The property 
of the La Crosse (Wis.) Water Power Company, which 
controls the Hatfield Power Company and\the Winona 
Railway & Light Company, Winona, Minn., was sold under 
foreclosure recently for $500,000 to Frederic Vogel, Mil- 
waukee, Wis., representing the bondholders. 

Maryland-Virginia Company, Washington, D. C.—At a 
meeting of the stockholders of the Maryland-Virginia 
Company on Nov. 6, 1912, it was voted to change the name 
of the company to the Washington Utilities Company and 
to increase the authorized capital stock of the company 
from $30,000,000 to $50,000,000, The Washington Star says: 
“Following the action of the stockholders, promoters of 
the scheme announced that the next step wiil be to bring 
about a consolidation of the corporation and the Washing- 
ton-Virginia Railway, which operates an electric railway 
between Washington, Mount Vernon, Fairfax and other 
Virginia points. According to W. B. Hibbs, who has been 
active in the organization of the holding company, no 
effort will be made, for the present at least, to have Wash- 
ington utilities affiliate with the concern.” 


Mexico (Mex.) Tramways.—Stockholders of the Mexico 
Tramways on Novy. 16 are offered the right to subscribe 
pro rata for the final $3,000,000 of the new $20,000,000 of 
authorized capital stock of the company in the proportion 
of seven-thirty-thirds of a new share for every share of 
stock now held. 


Middle West Utilities Company, Chicago, Ill—vThe 
Economist, of Chicago, says that the Middle West Utilities 
Company has arranged to purchase practically all of the 
outstanding common stock of the Illinois Northern Utili- 
ties Company, which amounts to $4,650,000. The terms of 
the purchase provide for $15 in preferred and $18.33% in 
common stock of the Middle West Utilities Company for 
each share of common stock of the Illinois Northern Utili- 
ties Company. This means that the Middle West Utilities 
Company will issue $1,550,000 new stock for the purchase 
of the outstanding common stock of the Illinois Northern 
Utilities Company, divided into $697,500 preferred and 
$852,500 common. The company has in its treasury about 
$1,000,000 of each class of stock against which it will draw 
to meet the terms of the agreement. The Illinois Northern 
Utilities Company was organized in April, 1912, and ac- 
quired and now owns and operates the properties of twenty- 
one separate companies in the district north and east of 
that in which the Public Service Company of Northern 
Illinois operates. Its capital consists of $4,650,000 of com- 
mon stock and $2,000,000 of preferred stock. It has out- 
standing $2,000,000 bonds, and there are $468,600 under- 
lying bonds of the various properties. Present earnings 
are at the rate of $650,000 gross and $180,000 net annually. 


North American Company, New York, N. Y.—Articles of 
incorporation were filed with the Secretary of State at 
Albany, N. Y., on Nov. 7, 1912, for the Wisconsin Edison 
Company, organized in the interest of the North American 
Company, which has issued the following statement: “The 
company has an authorized issue of $10,000,000 of 6 per cent 
cumulative preferred stock with shares of $100 par value 
and 200,000 shares of common stock without nominal or par 
value. The company was organized to take over the hold- 
ings of the North American Company and the public util- 
ities which it controls in Wisconsin. The new company 
will own the capital stock of the Milwaukee Light, Heat & 
Traction Company, which in turn controls The Milwaukee 
Electric Railway & Light Company; the Wisconsin Gas & 
Electric Company—a consolidation of the Racine Gas Light 
Company—the Kenosha Electric Railway and the Kenosha 
Gas & Electric Company, the Watertown Gas-Electric Com- 
pany, the North Milwaukee Light & Power Company, the 
Burlington Light & Power Company and the common stock 
of The Milwaukee Electric Railway & Light Company 
which was issued to acquire the property of the Milwaukee 
Central Heating Company. Of the authorized capital stock 
$1,000,000 of the preferred and 200,000 shares of the common 
stock will be issued immediately.” This is the first large 
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company incorporated under the statute passed by the last 
New York State Legislature providing that corporation 
stock may be issued without par value. 


Northwestern Ohio Railway & Power Company, Toledo, 
Ohio.—The Public Service Commission of Ohio has author- 
ized the Port Clinton Electric Light & Power Company to 
sell to the Northwestern Ohio Railway & Power Company 
for $30,000 all of its property except the real estate upon 
which its plant is located. 


Northwestern Pennsylvania Railway, Meadville, Pa— 
The Meadville & Cambridge Springs Railway and the Erie 
Traction Company have been taken over by the North- 
western Pennsylvania Railway, which paid for the prop- 
erties partly with cash and partly with bonds. On Aug. 8, 
1912, the stockholders of the Northwestern Pennsylvania 
Railway voted to increase the bonded indebtedness of the 
company from $1,250,000 to $3,055,000: ostensibly to take 
over the properties mentioned and to provide funds for 
improvements. On Nov. 6, 1912, the Northwestern Rail- 
way filed for record at Erie a mortgage for $1,500,000 with 
the Erie Trust Company as trustee and a mortgage for 
$305,000 with the Colonial Trust Company, Pittsburgh, Pa., 
as trustee. In an announcement made in Erie in regard to 
the merger the following statements were contained: “At 
a meeting held at Pittsburgh final details were carried out 
covering the sale of the property of the Erie Traction Com- 
pany and the Meadville & Cambridge Springs Street Rail- 
way to George A. Gaston, attorney, acting for the North- 
western Pennsylvania Railway. Contracts were signed 
covering the terms of this transaction in April, 1912, but 
because of obstacles of a legal nature the final closing of 
the transaction has been delayed until this time. F. F. 
Curtze, Erie, has been president and controlling. owner of 
the Erie Traction Company since July, 1907, and during 
this time has made extensive improvements in the line. 
Mr. Curtze will be largely interested in the Northwestern 
Pennsylvania Railway and will be on the board of directors. 
The operating officials and employees of the Erie Traction 
Company will continue in the service of the Northwestern 
Pennsylvania Railway.” 


Portland Railway, Light & Power Company, Portland, 
Ore.—The Portland Railway, Light & Power Company has 
declared a dividend of 1% per cent on the $25,000,000 of 
stock of the comhpany (65 per cent of which is paid in), 
payable on Dec. 2, 1912, to holders of record of Nov. 16, 
thus increasing the annual rate from 4 per cent to 5 per 
cent. The directors of the company have called an assess- 
ment of $5 per share on stock of record of Nov. 16, pay- 
able on Dec. 2, and have also voted that on payment of 
said assessment, which will yield $1,250,000 for extensions, 
a special dividend of 5 per cent shall be paid out of surplus 
earnings accumulated prior to 1912, not in cash, but as a 
credit of a further $5 per share on the stock, making the 
same 75 per cent paid in. 


Rockford & Interurban Railway, Rockford, Il].—Farson, 
Son & Company, Chicago, Ill, and New York, N. Y., are 
offering at 95 and interest, yielding the investor 5%4 per 
cent, the first mortgage 5 per cent bonds of the Rockford 
& Interurban Railway, due 1922. Farson, Son & Company 
say that the issue of bonds outstanding amounts to 
$1,210,000. The company operates 107 miles of electric rail- 
ways. 

Third Avenue Railway, New York, N. Y.—The Public 
Service Commission for the First District of New York 
has granted the application of the Third Avenue Railway 
for authority to purchase and hold 13,560 shares of the 
capital stock of the New York City Interborough Railway, 
which owns a street railway in the Bronx and formerly 
competed with the Union Railway, a part of the Third 
Avenue Railway system. The commission previously ap- 
proved the purchase of 28,650 shares of the New York City 
Interborough Railway, which, with the recent purchase, 
makes the total held by the Third Avenue Railway 42,210 
shares out of a total of 50,000. The company also is to 
acquire $259,000 first mortgage bonds of the New York 
City Interborough Railway, which will give the Third 
Avenue Railway a total holding of $1,672,000, or within 
$30,000 of the entire issue. 


Toledo Railways & Light Company, Toledo, Ohio.—The 
contract between the committee of stockholders and the 
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committee of bondholders of the Toledo Railways & Light 
Company and H. L. Doherty & Company, New York, 
N. Y., was concluded at a meeting in the offices of -the 
Cleveland Trust Company, Cleveland, Ohio, on Nov. 11, 
1912, when F. H. Goff, Cleveland, and J. M. Spencer and 
Robert C. Pugh, Toledo, representing the stockholders, at- 
tached their names to the instrument. The contract had 
been signed previously in New York by the Doherty inter- 
ests and the committee representing the bondholders. Dr. 
W. H. Netherlands, Louisville, and W. E. Hutton, Cin- 
cinnati, chairman of the committee, representing the stock- 
holders, were also present at the Cleveland meeting. The 
Utilities Improvement Company, incorporated by Doherty 
& Company, as noted in the Execrric RaILwAy JouRNAL of 
Oct. 19, 1912, page 895, will take over the management of 
the properties of the Toledo Railways & Light Company 
on Jan. I, 1913. ; 

Virginia Railway & Power Company, Richmond, Va.— 
There have been listed on the Philadelphia Stock Exchange 
$1,000,000 of additional first and refunding mortgage bonds 
of the Virginia Railway & Power Company, due 1934, mak- 
ing the total listed $11,003,000. These bonds were issued 
to reimburse the treasury for the amounts expended for 
additional equipment, carhouses, power houses, real estate, 
etc., and to provide for the erection of an additional power 
station and an office building in Richmond. 


Dividends Declared 


Federal Light & Traction Company, New York, N. Y., 
quarterly, 1% per cent, preferred. 

Massachusetts Northern Railways, 
quarterly, 1% per cent, preferred. 

Pacific Gas & Electric Company, San Francisco, Cal., 
quarterly, 1% per cent, preferred. 


Greenfield, Mass., 


ELECTRIC RAILWAY MONTHLY EARNINGS 


AURORA, ELGIN & CHICAGO RAILROAD, 


Gross Operating Net Fixed Net 
Period. Earnings. Expenses. Earnings. Charges.. Surplus. 
den’, (sept... 12 $182,851 *$99,093 $83,758 $32,120 « ‘$51,638 
Nig - "ht 167,422 88,358 79,064 31,311 47,753 
Sift se 712) 573,750. 304,323 269,427 98,796 170,631 
oe Sf 4 542,975 *280,547 262,428 96,327 166,101 
CLEVELAND, SOUTHWESTERN & COLUMBUS RAILWAY. 
Im., Sept., 712 $109,713 $59,299 $50,414 $31,886 $18,528 
ey obs "11 107,762 ~- 57,876 49,886 30,356 19,5 
9s ss ate 878,244 512,809 365,435 277,409 88,026 
9 * & aK | 852,136, 476,708 376,428 270,792 104,636 
DETROIT UNITED RAILWAY. 
1lm., Sept., 712 $1,076,097 $721,612 $354,484 $175,756 $178,728 
tS se ci 929,195 595,253 333,943 177,196 156,747 
pi! £ "12 8,812,969 5,684,249 3,129,720 1,594,583 1,535,137 
Oe “ alg 7,758,304 4,887,243 2,871,061 1,588,690 1,282,371 
FEDERAL LIGHT & TRACTION COMPANY. 
tm. VSept., -t2 $146,622 *$82,490 $64,132 eicllarchebe Sis irsione 
If iy 126,889 "75,021 51267. ee crane evecee 
a ss 712 1,232,430 *730,333 502,096) ay vane cecces 
heh ~ it 1,070,467 *649,258 421,149), = "eters a elehe se 
NORTHERN OHIO TRACTION & LIGHT COMPANY. 
Im., Sept., 12 $246,015 $128,812 $117,203 $44,321 $72,882 
Le Fe 11 268,074 — 146,402 121,672 51,598 70,074 
9 3 is "12 2,019,746 1,110,504 909,242 399,070 510,172 
9 c "11 2,247,866 1,257,571 990,295 415,340 574,955 
PENSACOLA (FLA.) ELECTRIC COMPANY. 
Im. Aug., 712 $25,905 *$15,015 $10,890 $6,377 $4,512 © 
ie 11 23,555 *16,293 7,262 4,985 2,278 
12% . 12 287,450 *178,010 109,440 72,431 37,009 
12 "a 284,627 *177,157 107,470 58,032 49,438 
SAVANNAH (GA.) ELECTRIC COMPANY. - 
Im., Aug., 712 $64,073 *$47,616 $16,457 $16,153 $304 
ee . AM 58,681 *43,377 15,303 5,29 Pan 
12 * %: "12 732,185 *540,966 191,219 189,887 . 1,332 
12 11 668,756 *484,144 | 184,611 183,234 1,377 
TAMPA (FLA.) ELECTRIC COMPANY, ; 
Im. Aug., 712 $62,981 *$32,717 $30,264 $4,535 $25,729 
os 7 "11 56,408 ree 24,756 5,103 BBS 
12 = Fs "12 739,140 »*390,898 348,242 53,9731 rs rt 
12 11 627,172. *351,308 275,865 58,833 217,0. 


TWIN CITY RAPID TRANSIT COMPANY, 


lm., Sept., °12 $730,844 $351,688 $379,157 $143,079 
oe 689,096 315,396 371,700 140,079 —-23 
9% "12" 6,089,072 3,109,910 2,979,162 1,284,713 
ee 11 5,852,439 2,898,788 2,953,651 1,694,450 1, 
*Includes taxes ‘ ‘ : Yo 


; 
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Traffic and Transportation 


Louisville Merchants Seek Joint Rates and Through Routes 
from Many Electric Lines 


The Louisville Board of Trade, representing prominent 
merchants of Louisville, Ky., has filed a complaint with the 
Interstate Commerce Commission asking that a number of 
electric railways extending from Louisville north or con- 
necting at Indianapolis with such. lines be required to es- 
tablish through routes and joint rates for freight. 

The complaint is made in the interest particularly of about 
fifty shippers, although the board has a membership of 
about 500 firms and corporations. It declares that the de- 
fendant companies are common carriers; that the Indianap- 
olis, Columbus & Southern Traction Company cperates be- 
tween Indianapolis and Seymour, Ind., a distance of 62 
miles; that the Indianapolis & Louisville Traction Company 
operates between Seymour and Sellersburg, Ind., 41 miles; 
that the Louisville & Northern Railway & Lighting Com- 
pany operates between Sellersburg and Jeffersonville, Ind., 
I1 miles; and that the Louisville & Southern Indiana Trac- 
tion Company operates between Jeffersonville and a ter- 
minal station in Louisville, about 3 miles. The four roads, 
therefore, operate a combined standard gage line with 
physical connections and form a continuous line between 
Indianapolis and Louisville. 

The following additional roads, which are also named as 
defendants, connect at Indianapolis with the Indianapolis, 
Columbus & Southern Traction Company: Indianapolis, 
Crawfordsville & Western Traction Company; Indianapolis, 
Crawfordsville & Danville Electric Railway; Indianapolis 
& Martinsville Rapid Transit Company; Indianapolis & 
Northwestern Traction Company; Indianapolis & Cincin- 
nati Traction Company; Indianapolis, New Castle & Toledo 
Electric Railway; Union Trust Company, receiver of the 
Indianapolis, New Castle & Toledo Electric Railway; Terre 
Haute, Indianapolis & Eastern Traction Company; Union 
Traction Company of Indiana; Winona Interurban Railway; 
Fort Wayne & Northern Indiana Traction Company; Ko- 
komo, Marion & Western Traction Company; Marion, Bluff- 
ton & Eastern Traction Company; Muncie & Portland 
Traction Company; Ohio Electric Railway; Toledo & Chi- 
cago Interurban Railway; Southern Michigan Railway: St. 
Joseph Valley Traction Company. 

The complainants declare their belief that the Indianapolis 
& Louisville Traction Company has been, and is now, will- 
ing to enter into a proper joint tariff for a through freight 
route between Louisville and Indianapolis for such traffic 
as is usually handled by electric traction companies, but that 
no such arrangement has been made for two reasons: “First, 
because the Louisville & Northern railway makes excessive 
and unreasonable claims with respect to its proper propor- 
tion of any joint rate which would be established for such 
through routes; second, for the reason that the Indian- 
apolis, Columbus & Southern Traction Company has re- 
fused on any basis whatsoever to enter into any arrange- 
ment for such through freight traffic.” 


Supreme Court Upholds Commerce Court in Cincinnati & 
Columbus Traction Company Case 


Upholding the Commerce Court and annulling an order of 
the Interstate Commerce Commission, the Supreme Court 
of the United States on Nov, 11, 1912, held that the Balti- 
more & Ohio Southwestern and the Norfolk & Western 
railways cannot be compelled to grant physical connection 


with the Cincinnati & Columbus Traction Company at sev- 


eral crossings in southern Ohio. The coirt, speaking 
through Justice Holmes, sustained the Commerce Court in 


holding that the electric railway appeared to have been 


buiit without regard to the existence of the steam ralroads 
and was not a “lateral branch.’ Justice Holmes said: 

“We remark that the commission stated in its report that 
it based its conclusion more largely upon its own investiga- 
tion than upon the testimony of witnesses. It would be a 


very strong proposition to say that the parties would be 


- 


bound in the higher courts by a finding based on specific 
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investigations made in the cases without notice to them. 
Such an investigation is quite different from a view by a 
jury taken with notice and subject to the order of a court, 
and different again from the question of the right of the 
commission to take notice of results reached by it in other 
cases when its doing so is made a part of the record and 
the facts thus noticed are specified so. that matters of law 
are saved.” 

The court did not pass upon the question of the power 
of the commission to require steam railroads to grant con- 
nections with electric railways as such. The principal ques- 
tion in the case was whether an electric railway is a “lateral 
branch line of railroad” within the meaning of the inter- 
state commerce act. Justice Holmes, in announcing the 
court’s opinion, said the court would not determine the 
scepe of the meaning of “lateral branch,’ but would rest its 
decision on the finding that in this case the roads intercepted 
in such a manner, and were built with such purposes, that 
the electric railway could not be a lateral branch. 


Passes for Long-Service Men.—The Pacific Electric Rail- 
way, Los Angeles, Cal., has issued annual passes over the 
entire system to 514 employees. Those who have been in 
service for more than seven years received annual passes 
for themselves. Those who have been in service twelve 
years received passes for themselves and families. The 
passes were issued as a token of appreciation for service 
rendered to the company. 


Inquiry into Service in Montreal—The Quebec Public 
Utilities Commission has decided to inquire into the service 
of the Montreal (Que.) Tramways in Montreal and con- 
tiguous municipalities to determine whether the commis- 
sion’s directions issued on Nov. 18, rt910, and the amend- 
ments thereto are being complied with and whether the 
company is providing sufficient equipment and operating 
as required under the terms of its agreement with the city. 


Fair Traffic at Fort Smith.Owing to the fact that the 
Arkansas-Oklahoma fair was not open at night the street 
railway passenger receipts of the Fort Smith Light & 
Traction Company, Fort Smith, Ark., were not as large as 
expected, but the number of persons carried on the first 
day of the fair was the largest in the history of the com- 
pany. There were no accidents reported. The company 
gave demonstrations of washing, ironing, toasting and 
cooking with electric appliances. 


Accident Record in Greater New York in September.— 
The Public Service Commission of the First District of New 
York has received the report of its accident bureau showing 
the number of accidents which occurred on the railroads 
and street railroads in Greater New York in September, 
1912. The total number killed was twenty-four as against 
thirty-seven in the same month last year. The total num- 
ber of serious injuries was 202 as against 233 for Septem- 
ber, 1911. The total number of accidents of all kinds was 
5901 as against 5720 for September, I9QIt. 

Fire Stops in Louisville—Fire Chief Timothy Lehan, of 
Louisville, Ky., proposes to ask the City Council to pass 
an ordinance to establish fire crossings in Louisville. At 
intersections which will be specified and with which the 
crews of the Louisville Railway are to be acquainted fire 
apparatus is to have the right-of-way over all other traffic, 
and all cars will be ordered to stop at these crossings. 
In the meanwhile the Louisville Railway has instituted a pre- 
cautionary measure of its own by instructing the car crews 
to learn the whereabouts of a fire from the nearest police- 
man or by other inquiry as soon as fire apparatus is seen. 


Vestibuled Open Cars Operated in Washington, D. C.— 
Several open summer cars equipped with vestibules have 
been placed in operation in Washington on the Georgetown 
line and the Mount Pleasant line of the Washington Rail- 
way & Electric Company. The company intends to operate 
these remodeled cars only on pleasant days during the 
winter. They will be replaced later by the new side- 
entrance prepayment cars which are now being built. In 
operating the vestibuled open cars the company complies 
with an act of Congress which prohibits railway companies 
from operating cars without vestibules after Nov. 1, 1912. 


Freight Tariff of the Inter Urban Railway.—So that all 
shippers and agents may be thoroughly informed as to the 
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methods and charges of the Inter Urban Railway, Des 
Moines, Ia., for handling freight, C. T. Chapman issued a 
local freight tariff effective for intrastate traffic Oct. 15 
and for interstate traffic Nov. 9, 1912. This tariff shows the 
switching charges and absorptions, drayage and transfer 
rules and charges effective on this company’s lines. It also 
presents the rules which govern re-consigning and stop- 
overs as well as allowances to private car lines. The Inter 
Urban Railway has freight interchange contracts with prac- 
tically all the steam railroads in its territory, and the freight 
business on the Inter Urban Railway approximates $25,000 
per month. Mr. Chapman has shown originality in this 
publication, as it is the first definite statement of rules 
governing switching to be issued in the territory by steam 
or electric roads. 


Complications in Regard to Handling Freight in Montreal. 
—The situation in regard to carrying freight by the Mon- 
treal (Que.) Tramways has become complicated seriously. 
For a long time the company and its predecessor, the 
Montreal Street Railway, carried freight, but action was 
taken by the city to compel the company to discontinue the 
service. A local decision against the company was appealed 
by it to the Supreme Court, which decided against the com- 
pany early in October. The company at once suspended 
the service. Contractors and others who had taken ad- 
vantage of the facilities offered by the company protested 
and took the matter before City Council. The Council then 
appointed a special committee to confer with the manage- 
ment of the company with a view to having the service 
restored. The company, however, declined to comply with 
this request unless the City Council agreed to prepare and 
pass a by-law giving it the necessary permission. The com- 
mittee has reported to the Council that it is in favor of 
that body passing an ordinance to meet the demand of the 
company. 


Heating Cars in Wilmington.—The question of heating 
electric railway cars in use in Wilmington, Del., was taken 
up by the Public Utility Commission of Delaware at a 
meeting which it held in that city recently. Communica- 
tions were received from both the Wilmington & Philadel- 
phia Traction Company and the People’s Railway stating 
that all of their cars would be heated during the winter. 
Mr. Bacher of the commission offered a resolution to com- 
pel the companies to heat their cars to a certain tempera- 
ture from Nov. 1 to April 1, but the other commissioners 
opposed the adoption of this resolution until after the com- 
mission sees the results which the companies attain in heat- 
ing their cars. Mr. Bacher also wanted the commission 
to direct the companies to install thermometers in all of 
their winter cars, but the other commissioners contended 
that it would be advisable to wait until complaints have 
been made to the commission about the cars not being 
properly heated. It was decided to request the Wilmington 
& Philadelphia Traction Company to install a thermometer 
in a winter car of that company and to install both a ther- 
mometer and a thermostat in another winter car for ex- 
perimental purposes. 


Suburban Fare Question at Providence-——The Pubiic 
Utility Commission of Rhode Island has taken under ad- 
visement, after conducting a series of hearings, the petition 
of citizens of Lakewood for a single 5-cent fare between 
that place and Providence. N. W. Smith, attorney for the 
company, pointed out that Lakewood citizens have an 
alternative route which permits them to go to Providence 
for 8 cents and called attention to the fact that the com- 
pany stands ready to reduce the fare to Providence over 
this route to 5 cents if the residents of Lakewood will per- 
mit the company to abandon the Lakewood line. Mr. Smith 
declared that the acceptance by the Rhode Island Suburban 
Electric Company of the Warwick fare act of 1904, which 
authorized the company to charge Io cents in that town 
where it did not increase an existing rate, was a contract 
which prevented a reduction of the fare without a joint 
agreement between the company and the State. He cited, 
in upholding this point, a contract between the Union Rail- 
road and the town of Cranston in 1893, authorizing the 
company to charge 10 cents in that town, except in certain 
specified instances, and also called attention to the accept- 
ance of the transfer act. It is expected that the commis- 
sion will render its decision in the case soon. 
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Personal Mention 


Mr. H. C. Taylor has resigned as a member of the Public 
Utility Commission of Delaware. 

Mr. C. H. Welton has resigned as superintendent and 
purchasing agent of the Shore Line Electric Railway, Say- 
brook Junction, Conn. 

Mr. Charles Shackell has been appointed assistant gen- 
eral freight and passenger agent of the Fort Dodge, Des 
Moines & Southern Railroad, Boone, Ia. 

Mr. H. L. Jackson has been appointed chief engineer of 
the Fort Dodge, Des Moines & Southern Railroad, Boone, 
Ia., to succeed Mr. R. L. Cooper, resigned. 

Mr. Mortimer Silverman has resigned as electrical engi- 
neer of the Fort Dodge, Des Moines & Southern Railroad, 
Boone, la., and that position has been abolished. 

Mr. E. J. Seaborn, formerly chief clerk of the Pensacola 
(Fla.) Electric Company, has been appointed assistant 
treasurer of the company to succeed Mr. L. W. Carlisle, 
resigned. 

Mr. M. H. Fliey, for some time inspector in the railway 
department of the El Paso (Tex.) Electric Railway, has 
been appointed superintendent of transportation of the 
company. 

Mr. G. I. Gadsby, formerly chief dispatcher of the Inter 
Urban Railway, Des Moines, Ia., has been appointed super- 
intendent of transportation, succeeding Mr. J. A. Weimer, 
resigned. 

Mr. John Duncan, formerly foreman of the repair shop 
of the Fort Dodge, Des Moines & Southern Railroad, 
Boone, la., has been made acting master mechanic, succeed- 
ing Mr. J. D. Welch, resigned. 

Mr. I. E. Cooper, formerly trainmaster of the Fort Dodge, 
Des Moines & Southern Railroad, Boone, la., has been 
appointed superintendent of terminals of the company with 
headquarters at Fort Dodge, Ia. 

Mr. O. E. Silatter has been promoted from chief clerk to 
Mr. C. H. Crooks, general manager of the Fort Dodge, 
Des Moines & Southern Railroad, Boone, Ia., to be train- 
master, succeeding Mr. I. E. Cooper. 7 


Mr. L. L. Sloss, formerly superintendent of the United 


Railways, St. Louis, Mo., has been appointed superintendent 
of. transportation of the Des Moines (la.) City Railway, 
succeeding Mr. E. T. Davis, resigned. 


Mr. James Graham, heretofore an erecting engineer for 
the Canadian General Electric Company, chiefly in the 
Maritime Provinces, has been appointed general superin- 
tendent of the Yarmouth (N. S.) Street Railway. 


Mr. F. L. Johnson, formerly connected with the construc- 
tion department of the Brooklyn (N. Y.) Edison company, 
has accepted charge of the power plant of the Trenton & 
Mercer County Traction Corporation, Trenton, N. J. 


Mr. O. H. Bernd, formerly with the County Traction 
Company, Chicago, Ill, has been appointed general auditor 
of the Des Moines (la.) City Railway and the Inter Urban 
Railway, Des Moines, Ia., succeeding Mr. F. E. Wilkin. 


Mr. T. J. Richards has succeeded Mr. A. Jardine as chief 
engineer of power station of the Fort Dodge, Des Moines & 
Southern Railroad, Boone, Ia. Mr. Richards was formerly 


electrical engineer of the Youngstown & Southern Railway, 
Youngstown, Ohio. 


Mr. F. M. Steel, formerly commercial agent of the Chi- 
cago Great Western Railroad, has been appointed to the 
same position with the Fort Dodge, Des Moines & South- 
ern Railroad, succeeding Mr. Charles Shackell, with head- 
quarters at Boone, Ia. : 


Mr. Sidney H. Sayles has been appointed superintendent 


of the Palmer Division of the Springfield (Mass.) Street 
Railway to succeed Mr. E. D. Atkins. Mr. Sayles has served 


the company for seven years as a conductor and for thir- 


teen years as an inspector. 


Mr. Seymour Morris has been elected vice-presienaae 
the Chicago (1ll.) Railways to succeed Mr. Williston — 
Mr. Vish continues as vice-president of the company 
Morris has also been elected a member of the exe 
committee of the company. : = 


~~ 
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Mr. D. A. Wallace, formerly roadmaster of the Fort 
Dodge, Des Moines & Southern Railroad, Boone, Ia., has 
resigned. Mr. L. E. Gagnon, superintendent of bridges and 
buildings, has been appointed in charge of track and road- 
way in addition to his former duties. 


Mr. John Christopher Mitchell has been appointed comp- 
troller of the Underground Electric Railways, Ltd., Lon- 
don, Eng. He was formerly secretary of the London Gen- 
eral Omnibus Company, Ltd., in which capacity he has been 
succeeded by Mr. William E. Mandelick, 


Mr. E. M. Walker, formerly general manager and pur- 
chasing agent of the Citizens’ Railway & Light Company, 
Muscatine, la. has been appointed general manager of 
the Union Electric Company, Dubuque, Ia., succeeding Mr. 
F, A. Freshney, who acted in that capacity temporarily. 


Mr. F. W. Linebaugh has been appointed general man- 
ager of the Boone (Ja.) Electric Company, now a subsidiary 
of the Iowa Railway & Light Company, Cedar Rapids, Ia, 
to succeed Mr. F. K. Shuff. Mr. Linebaugh was formerly 
“iy ae of the municipal electric and water plant at Ames, 
a. 

Mr. R. A. Foresman, formerly chief engineer of the power 
station of the St. Joseph Railway, Light, Heat & Power 
Company, St. Joseph, Mo., has been appointed superin- 
tendent of power of the Des Moines (Ia.) City Railway and 
the Inter Urban Railway, Des Moines, Ia., succeeding Mr. 
J. E. Ralston, resigned. 


Mr. §S. A. Freshney, who succeeded Mr. P. B. Sawyer 
temporarily as general manager of the Union Electric 
Company, Dubuque, Ia., has been appointed general man- 
ager of the Grand Rapids-Muskegon Power Company, 
Grand Rapids, Mich. which furnishes light and power to 
Grand Rapids, Muskegon, Big Rapids and other towns. 


Mr. W. H. Acker has been appointed electrical engineer 
of the Makoning & Shenango Railway & Light Company, 
Youngstown, Ohio, and its subsidiary companies. He was 
formerly superintendent of transmission lines and _ will 
assist the chief engineer on electrical engineering matters. 
Mr. Acker is a graduate of the Georgia School of Tech- 
nology. 

Mr. W. H. Balcke, who has been acting as assistant to 
Mr. A. W. Leonard in the Central West, has returned to the 
Boston office as assistant to Mr. Hope, of the Stone & 
Webster Engineering Corporation, Mr. Leonard having 
been appointed to succeed the late R. T. Laflin as general 
manager of the Stone & Webster properties in the Pacific 
Northwest. 


Mr. H. A. Buskirk, who was connected with the In- 
’ dianapolis, New Castle & Eastern Traction Company, In- 
dianapolis, Ind., as roadmaster, has been appointed division 
engineer of the company with offices at New Castle. This 
is the only change that has been made in the personnel of 
the company since it was taken over recently under lease 
by the Union Traction Company of Indiana. 


Mr. W. A. Butler has been appointed engineer of power 
houses of the Mahoning & Shenango Railway & Light 
Company, Youngstown, Ohio, and its subsidiary companies. 
For a number of years Mr. Butler has had charge of the 
operation of the large power house of the company in 
Youngstown. In addition to this office, he will have charge 
of the power house that the company is building at Lowell- 
ville, Ohio. He will report direct to the chief engineer. 


Mr. J. P. H. de Windt has been appointed general man- 
ager of the Shore Line Electric Railway, Saybrook Junc- 
tion, Conn.. to succeed Mr. J. E. Sewell, whose resignation 
from the company was noted in the Erecrric RAtILway 
Journat of Nov. 9, 1912. Mr. de Windt was born in Suf- 
field, Conn., and was formerly superintendent of the light 
and water company in that town. He has recently been con- 
nected with one of the public service companies in Alberta, 
Can., as stiperintendent. 

Mr. James McCrea, president of the Pennsylvania Rail- 
road, tendered his resignation, to take effect on Jatin I; 
1913, at a meeting of the board of directors of the company 
on Novy. 13, and Mr. Samuel Rea, vice-president of the com- 
pany, was elected to succeed him. In his letter of resig- 
nation Mr. McCrea called attention to the fact that he had 
; been in the employ of the company for nearly fifty years 
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and said he desired to be free to dispose of his time as 
would be most agreeable to him. 


Mr. George E. Waller, whose appointment as general 
superintendent of railways of the Dominion Power & Trans- 
mission Company, Ltd., Hamilton, Ont., was referred to in 
the Exrctric Raitway JourNAL of Oct. 19, 1912, was born in 
Barton Township, Ontario, on Aug. 23, 1871. He entered 
transportation service in 1896 as a trainman on the Hamil- 
ton, Grimsby & Beamsville Electric Railway and continued 
in that capacity until 1897, when he was appointed agent. 
In 1899 he was appointed general manager and secretary of 
the company. In 1908 he was appointed general freight and 
passenger agent of the Dominion Power & Transmission 
Company, Ltd. 


Mr. L. O. Veser has been promoted to the position of 
chief engineer of the Mahoning & Shenango Railway & 
Light Company, Youngstown, Ohio, and its subsidiary com- 
panies, to succeed Mr. G. N. Lemmon, resigned. During 
the past three and one-half years Mr. Veser has been in 
charge of all construction work for the company, including 
the changing of transmission lines from 11,000 volts to 
22,000 volts without interrupting the service. Mr. Veser is 
a graduate of the University of the State of Washington 
and of Cornell University and has had wide experience in 
the construction and operation of power houses and power 
distribution systems. 


Mr. Harry B. Sewall, who has been manager of the 
Paducah Traction & Light Company, Inc., Paducah, Ky., 
has been appointed general superintendent of the Galves- 
ton (Tex.) Electric Company. Both companies are man- 
aged by Stone & Webster, Boston, Mass. Mr. Sewall has 
been connected with the Paducah Traction & Light Com- 
pany, Inc., since January, 1910. He was previously con- 
nected with the Minneapolis General Electric Company, the 
employ of which he entered in June, 1906. From October, 
1908, to January, 1910, he acted as local treasurer of the 
company in Minneapolis. Previous to becoming connected 
with the Minneapolis General Electric Company Mr. Sewall 
was with the Dallas (Tex.) Electric Corporation. He also 
acted for three years as treasurer of the Lowell (Mass.) 
Electric Light Corporation. 


Mr. Charles H. Bigelow has accepted the position of chief 
mechanical engineer of the Millville Manufacturing Com- 
pany, Millville, N. J. As this company, in addition to 
owning cotton mills, dye houses, bleacheries, etc., controls 
the Millville Traction Company, Mr. Bigelow will re-enter 
the electric railway field, from which he retired when he 
resigned from the department of motive power and ma- 
chinery of the Boston (Mass.) Elevated Railway a few 
years ago to build power houses and factories at Dallas, 
Tex., and other parts of the United States and in Canada. 
For the last two years Mr. Bigelow has been assistant su- 
perintendent of power and plant for the Yale & Towne 
Manufacturing Company, Stamford, Conn., in which capac- 
ity he had charge of the construction of the factory erected 
at St. Catharines, Ont., by the company. 


Mr, Edward P. Coleman, who has been appointed general 
manager of the Dominion Power & Transmission Company, 
Ltd., Hamilton, Ont., was born in Taunton, Mass., on June 
14, 1867, and was educated at the public schools in Taunton. 
From Feb. 9, 1885, to Feb. 9, 1806, he was employed in the 
Huber Printing Press Company’s drafting office at the 
Taunton Locomotive Manufacturing Company’s shops. 
From Jan. 1, 1896, to Sept. 1, 1900, he was treasurer and 
general manager of the Attleboro Steam & Electric Com- 
pany, Attleboro, Mass. During the Spanish-American war 
he served as second lieutenant and battalion adjutant in 
the Fifth Massachusetts Infantry. From July 1, 1899, to 
Sept. 1, 1900, he was general manager of the Plymouth 
(Mass.) Electric Light Company and from Sept. 1, 1900, 
to June 1, 1905, he was vice-president and general manager 
of the Consolidated Lighting Company, Montpelier, Vt. 
From June 1, 1905, to March 1, 1907, he practised as con- 
sulting engineer in electric light, power, railway and quarry 
work and served as treasurer and manager of the Wetmore 
& Morse Granite Company, Montpelier, Vt. From March 
I, 1907, to Jan. 1, 1900, he was general manager of the Great 
Northern Power Company, Duluth, Minn. He has been 
manager of railways of the Dominion Power & Transmis- 
sion Company, Hamilton, Ont., since March 1, 1900. 
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Construction News 


Construction News Notes are classified under each head- 
ing alphabetically by States. 

An asterisk (*) indicates a project not previously re- 
ported. 

RECENT INCORPORATIONS 

*Marianna Electric Company, Little Rock, Ark.—Char- 
tered in Arkansas to build an electric railway between 
Marianna and Helena. The company has purchased the 
property of the Marianna Light & Power Company. Off- 
cers: E. C. Hornor, Helena, president; J. S. Hornor, vice- 
president; A. P. Hornor, secretary and treasurer. 

*St. Louis Belt, Illinois & Eastern Traction Company, 
St. Louis, Mo.—Incorporated in Missouri to take over the 
properties of the St. Louis County Belt Railroad and the 
East Alton, Wood River & Bunker Hill Railroad. It is 
the purpose of the company to furnish a direct entrance 
into St. Louis for the interurban traffic that centers around 
Indianapolis, Ind. The Bunker Hill line will be extended 
to Paris, Ill., and the two railways will be connected by a 
steel bridge to be erected over the Mississippi River. Capi- 
tal stock, $600,000. J. D. Houseman is interested. 

*Ardmore & Waurika Railway, Ardmore, Okla.—Incor- 
porated in Oklahoma to build an interurban railway. Cap- 
ital stock, $10,000. Incorporators: Dorset Carter, F. C. 
Hand, L. T. Cook, I. W. Williams of Purcell and R. C. 
Boles, Chickasha. 

*South Fayette (Pa.) Street Railway.—Chartered in 
Pennsylvania to build a 7-mile electric railway in Alle- 
gheny County. Capital stock, $42,000. 

Bellingham & Northern Railway, Bellingham, Wash.— 
Incorporated in Washington to build a railway through 
Bellingham. Capital stock, $1,200,000. 


FRANCHISES 


Birmingham, Ala—The Birmingham & Chattanooga 
Railroad has asked the City Commission and Board of 
Revenue for franchises in Birmingham and Jefferson Coun- 
ties. This 145-mile electric railway will connect Birming- 
ham, Ala., and Chattanooga, Tenn. J. M. Spradin, Boaz, 
president. [E. R. J., Nov. 2, ’12.] 

Birmingham, Ala—The Kelly Company has received a 
franchise from the City Commission for an electric railway 
in Birmingham along Avenue F from Twentieth Street west 
to the Montevallo Road and to the Standard Oil Company’s 
Plante bis als eNOVsce,  12.] 


Birmingham, Ala——The Birmingham Railway, Light & 
Power Company has received a franchise from the Council 
to extend its line through Brighton to the works of the 
Woodward Iron Company. The line may be continued to 
the ore mines at Dolomite. 

Globe, Ariz.—Nathan L. Amster, representing the In- 
spiration Consolidated Copper Company, Miami, has asked 
the Board of Supervisors for a franchise for an electric 
railway from Globe to Live Oak. This is part of a plan to 
build a line between Globe and Miami. [E. R. J., Oct. 26, 
"12.] 

Santa Barbara, Cal—The Public Service Commission has 
rendered a decision granting permission to R. H. Gaud to 
transfer an electric railway franchise in Santa Barbara to 
the Santa Barbara & Suburban Railway, and has author- 
ized the Santa Barbara & Suburban Railway to exercise the 
franchise rights thereby granted. The decision requires 
that the stock of the company be not transferred. 

Stockton, Cal.—The Stockton Electric Railway has re- 
ceived a fifty-year franchise from the Council to extend its 
lines in Stockton. 

Mattoon, Ill_—The Decatur, Sullivan & Mattoon Transit 
Company has asked the City Council for a fifty-year fran- 
chise to erect poles and lay tracks in Edgar Avenue. Fif- 
teenth Street, Dewitt Avenue, Thirty-fifth Street and 
Twentieth Street. 

Springfield, Ill—The Springfield Consolidated Railway 
has asked the City Commission for a franchise to double- 
track its line on Monroe Street in Springfield 

Iowa City, Ia—The Iowa City, Ottumwa & Southwest- 


Met 
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ern Electric Railway has received a franchise from the 
Council in Iowa City. This 7o-mile railway will connect 
lowa City, Ottumwa, Sharon Center and Keota. It is said 
that the Iowa Construction Company has recently been 
awarded the contract to build this line. Frank Tanner, 
Iowa City, president. [E. R. J., Dec. 23, ’12.] - 

Pittsfield, Mass.—The Berkshire Street Railway has re- 
ceived a franchise from the Council to double-track Wah- 
conah Street in Pittsfield. 

Anoka, Minn.—The Twin City Rapid Transit Company 
has received a franchise to extend its lines in Anoka across 
the streets and along the line of the old Northern Pacific 
Railroad’s right-of-way. Grading on this line is com- 
pleted to the city limits. ; 

Trenton Junction, N. J.—The Trenton, Hamilton & 
Ewing Traction Company has asked the Council for a 
franchise to extend its line through Trenton Junction. 

Freeport, N. Y.—The Freeport Railroad has received a 
franchise from the Board of Trustees in Freeport. Finan- 
cial backing has been secured and construction of this line 
will soon be begun. It will extend from Aqua Boulevard 
and South Grove Street in Freeport to a connection with 
the surface line of the Great South Bay Ferry Company on 
Front Street. This line will also connect with boats to 
Point Lookout, Long Beach and High Hill Beach. 


*Columbus, Ohio.—The City Council is authorized to ad- 
vertise for bids for a franchise to build an electric railway 
on Fifth Avenue in Columbus from Sunbury Avenue to the 
west corporation line of Columbus. 

St. Laurent, Que—The Franco-Belgian Investment Com- 
pany has applied to the Council of St. Laurent Parish for 
a franchise for an electric railway. The company has 
power under a general charter granted under the Dominion 
companies act to acquire gas, electric light and electric 
railway undertakings, and is reported to have an operating 
agreement with the Montreal Tramways. O. L. Robitaille, . 
Montreal, Que., is a provisional director. 

Milwaukee, Wis.—The Milwaukee Electric Railway & 
Light Company has received a franchise from the City 
Council for a crosstown line on Twenty-seventh Street in 
Milwaukee. 


TRACK AND ROADWAY 


Interstate Power & Light Company, Huntsville, Ala— 
This company, which recently took over the property of the 
IIuntsville Railway & Light Company, plans to make many 
improvements to its lines. An extension will-be built be- 
tween Huntsville and Monte Sano. 


Sacramento & Woodland Railway, Sacramento, Cal.— 
Plans are being made by this company to extend its iines in 
Woodland on Second Street and Main Street. 


*San Angelo, Cal_—A company is being formed to build 
an electric railway between San Angelo and Christoval. 

Cienfuegos, Palmira & Cruces Railroad & Electric Power 
Company, Cienfuegos, Cuba—During the next few weeks 
this’ company plans to award contracts to build a line be- 
tween Coanoa and Cienfuegos. It will purchase 10,000 
cypress ties for the line. 


-*Kissimmee, Fla—Braxton Beacham, Orlando, and asso- 
ciates pian, to form a company to build an electric railway 
from Sanford or some point on the St. John’s River to 
eee It is stated that $15,000 has already been sub- ae. 
scribed. ; me 


St. John’s Light & Power Company, St. Augustine, Fla— 
Preliminary plans have been completed and construction 
will soon begin by this company on the extension from  __ 
St. Augustine to New Augustine. Basia 

Centralia (Ill.) Traction Company.—Surveys have been 
completed, financial backing has been secured and con- 
struction will soon be begun by this company on its 11 
mile electric railway from Centralia. to the new TIli 
Central Railroad yards. The company will do its own co 
struction work.. Charles C, Baldwin, Centralia, is interest 
[E. R. J., Oct. §, tan RR en 

Egyptian Traction Company, Eldorado, Ill.—A 1 
of the stockholders of the Egyptian Traction Com 
been called for Dec. 3, 1912, to vote on the ques: 
abandoning the enterprise and dissolving the corp 
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*Oil Belt Railroad, Martinsville, I1l—This company, which 
operates a 9-mile railway between Oblong and Martins- 
ville, plans to extend this line to Bridgeport and Mount 
Carmel and electrify it. W. E. Finley is the promoter 
of this project. 

Tri-City Railway, Moline, IllL—The voters of Moline 
have approved a proposition to allow the Tri-City Railway 
to change the course of its interurban line in the city and 
to construct a new line on Seventh Street. 

*Peoria, Galesburg & Western Railway, Peoria, Ill._—Pre- 
liminary surveys are being made by this company for an 
electric railway between Peoria and Galesburg. 

Chicago, Peoria & Quincy Traction Company, Quincy, 

Ill.—Plans are being considered by this company to extend 
its line to Canton. The company has completed surveys 
from Quincy to Banner, and plans are being considered to 
build a line between Summum and Banner to a point of 
connection with the Peoria Terminal Railway, should it be 
extended from Hollis to Canton. 
_ Iowa Railway & Light Company, Cedar Rapids, Ia.— 
The Mount Vernon extension of this company’s line will 
not be completed this year. The grading will be completed 
before cold weather but further construction will be aban- 
doned until next spring. This extension is a 16-mile, 600- 
volt d.c. line with all electrical apparatus designed to 
operate at 1200 volts d.c. when required. Catenary trolley 
construction will be used and the track will be laid with 
7o-lb. O.S.C.E. rail and continuous joints on cedar ties. 

Tri-City Railway & Light Company, Davenport, Ia.— 
This company contemplates building 2 miles of single-track 
extensions ‘in Moline, Ill., the coming year. The extensions 
will be constructed in paved streets requiring span wire 
trolley construction and 7-in., 80-lb. girder rail. 

Boston (Mass.) Elevated Railway.—This company has 
placed in operation a new line between City Point and 
Dudley Street, via Dorchester Street, Andrew Square, 
Southampton Street, Northampton Street and Washington 
Street in Boston. 

Oak Bluffs (Mass.) Street Railway.—This company ex- 
pects to complete a 2000-ft. loop in Oak Bluffs. ; 


_ Detroit (Mich.) United Railway.—Construction will be 
begun at once by this company on the extension in Flint 
into the Fourth Ward. 


Public Service Railway, Newark, N, J.—Surveys have been 
made by this company for the proposed extension of its 
Pensauken line to East Pensauken. 


New York State Railways, Rochester, N. Y.—This com- 
pany has been asked to consider plans to extend its Dewey 
Avenue line in Rochester to Greece. 


Ottawa & Morrisburg Electric Railway, Ottawa, Ont.— 
At a recent meeting of this company it was decided to 
begin construction next May. The proposed line will ex- 
tend from Ottawa to Morrisburg, via Leitsein, South Glou- 
- cester, Greely, Metcalfe, Ormond, Winchester, Winchester 
Springs, Williamsburg and Glen Becker, a distance of 47 
miles. The new president of the line is J. G. Kilt, and the 
secretary-treasurer, R. A. Gishop. [E. R. J., April 20, ’12.] 


Morrisburg & Ottawa Electric Railway, Ottawa, Ont.— 

At the annual meeting of this company held recently the 
directors were authorized to start construction in May, 
1912. The question of letting a contract was left in their 
hands. J. G. Kilt, Morewood, Ont., president. 
_ *Farrell (Pa.) Realty Company.—Plans are being made 
by this company to build a belt electric railway through 
Farrell. The company will buy power from the Shenango 
Valley Railway. 

Eastern Pennsylvania Railway, Pottsville, Pa.—Citizens 
of Tamaqua have asked this company to consider plans to 
extend its line from Tamaqua to McAdoo in the near future. 


Eastern Texas Traction Company, Dallas, Tex.—Work 

has been begun by this company on the construction of its 
line sate Greenville and Dallas. J. W. Crotty, general 

_ manager. [E. R. J., Nov. 2, ’12.] 

Ogden, Utah—The Utah Light & Railway Company has 

asked the Council for an extension and amendment of the 

ent franchise in Ogden City. 
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Centralia, Wash.—The Washington-Oregon Corporation 
has received permission from the Public Service Commission 
and City Council to build its tracks along Third Street and 
Washington Avenue in Centralia to the west city limits. 


SHOPS AND BUILDINGS 

Cienfuegos, Palmira & Cruces Railroad & Electric Power 
Company, Cienfuegos, Cuba—This company will soon 
award contracts to build a new carhouse and machine shop 
in Cienfuegos. 

Des Moines (Ia.) City Railway.—This company is re- 
building its shops, which were practically destroyed by 
fire early in October, 1912. A number of new machine 
tools were required to replace those damaged by the fire, 
and in addition to these a compressed-air system is being 
installed for use with small tools and a pneumatic car lift. 
An overhead crane also has been included in the new 
equipment. 

Boston & Worcester Street Railway, Boston, Mass.—This 
company and the Boston & Consolidated Railroads are 
building new freight stations at Worcester, Hudson, Marl- 
boro, Southboro, Framingham and Natick. Platforms at 
these stops are being constructed to accommodate six cars. 

Berkshire Street Railway, Pittsfield, Mass.——This com- 
pany has been asked to build a new passenger station at 
Coltsville. 

Oak Bluffs (Mass.) Street Railway.—This company ex- 
pects to build a new carhouse. C. H. Carpenter, superin- 
tendent. 

Twin City Rapid Transit Company, Minneapolis, Minn.— 
It is reported that this company plans to build a new pas- 
senger station in Anoka, on Bridge Square. 

United Railways, St. Louis, Mo.—Work has been begun 
by this company on the construction of its new carhouse 
and passenger station at St. John’s, on the St. Charles Sub- 
urban line in St. Louis County. The cost is estimated at 
$15,000. 

Cleveland & Youngstown Railroad, Cleveland, Ohio.—It 
is reported that this company has secured a tract of land 
on Ontario Street, Cleveland, near the Wheeling & Lake 
Erie Railroad depot, upon which it plans to build a new 
station. : 

Portland Railway, Light & Power Company, Portland, 
Ore.—This company is now building a new repair shop 
near the Southern Pacific Company’s grounds in the South- 
east Side, on East Seventeenth and Center Streets, in Port- 
land. At this plant will be centralized the repair shops now 
at East Clay and East Water Streets, Milwaukee, and at 
Twenty-third and Washington Streets. 


POWER HOUSES AND SUBSTATIONS 


Fort Smith Light & Traction Company, Fort Smith, Ark, 
—Poles have been installed for the change of route of the 
high-tension line of this company to Van Buren, Ark., and 
the wire will be transferred at once. 


Pacific Electric Railway, Los Angeles, Cal_—This com- 
pany has abandoned its substation at First and Garey Ave- 
nues in Pomona and removed the equipment to its new 
substation in Los Angeles. 

Savannah (Ga.) Electric Company.—This company has 
placed in operation its new power house in Savannah. 


Iowa Railway & Light Company, Cedar Rapids, Ia.— 
This company will build and equip a substation at Mount 
Vernon for its Mount Vernon extension. This station will 
receive current at 16,500 volt a.c. from the generating sta- 
tion at Cedar Rapids. 

Oak Bluff (Mass.) Street Railway.—This company ex- 
pects to purchase a 500-hp condenser before Dec. 15, 1912. 
C. H. Carpenter, superintendent. 

Corpus Christi Street & Interurban Railway, Corpus 
Christi, Tex.—V. S. Heinly, secretary and treasurer of the 
Corpus Christi Street & Interurban Railway, has received 
a light and power franchise in Corpus Christi, has pur- 
chased power plant equipment and hopes to have a new 
generating station in operation in Corpus Christi by Jan. 
15, 1913. The principal object is to supply power to the 
Corpus Christi Street & Interurban Railway, which has 
been purchasing power from the People’s Light Company. 
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Manufactures and Supplies 


ROLLING STOCK 

Northwestern Pennsylvania Railway, Meadville, Pa., ex- 
pects to purchase several new cars. 

Iowa Railway & Light Company, Cedar Rapids, Ia., 
the market for several city and interurban cars. 

Cincinnati (Ohio) Traction Company has 
twenty-six cars from the Cincinnati Car Company. 

Tacoma Railway & Power Company, Tacoma, Wash., has 
ordered ten closed cars from the Cincinnati Car Company. 

Union Street Railway, New Bedford, Mass., has ordered 
one 26-ft. car mounted on one Radiax E-2 truck from The 
J. G. Brill Company. 

Gadsden, Bellevue & Lookout Mountain Railway, Gads- 
den, Ala., which is building an electric railway between 
Gadsden, Bellevue and Noccalulla, will purchase five cars. 

Pacific Northwest Traction Company, Northern Division, 
Bellingham, Wash., is in the market for twenty 41-ft. flat 
cars of 70,000 lb. capacity, five 36-ft. box cars of 60,000 Ib. 
capacity and one 30-ft. caboose. 

Metropolitan Street Railway, Kansas City, Mo., noted in 
the ELecrric RaAmLway JourNAL of Aug. 24, 1912, as having 
prepared designs for twenty-five. new cars, has ordered 
these cars from the Cincinnati Car Company. 


British Columbia Electric Railway, Vancouver, B. C., 
has specified the following details for the thirty single-end 
pay-as-you-enter cars which are being built by The J. G. 
Brill Company: 


is in 


ordered 


Seatinowcapacityar assists 40) Camtrimminges 4.005. <- Brill 
Weight (car body only), COUDLEES Pr cah wrote ccneeree Brill 

17,500 lb. Curtain fixtures..Cur. S. Co. 
Bolster centers, length, Curtain material ..Pantasote 


18 ft. 1in. Destination signs..Creaghead 

Wenathwote Dod yaneeGO Lisisliam Gong sider ciaile cite + Brill 

Length over vestibule, anc sbrakestecc areas Dayton 

41 ft.6% in. Headlights ...Crouse-Hinds 

Width over sills and panels, Journal boxes....Symington 

8ft.14%in. Motors....4 West., 10 1-B-2 

Width over all...... Sita OtOrsie seni outside-hung 

Height, rail to sills, Ain tees ccs as: Mosher 

PMtaOts/ LOMM OAS EULTES ee cine: > Brill 

Rail to trolley base, SCALE eres erie ee Brill 

11 ft. 454in. Seating material.cherry slats 

leks leh eumacants teckel cate WOGCMOD IANS SEs elie eats cic einer Brill 

Dnterior trim ss.5.°- cherry Trolley catchers....... Earle 

Freadhininig (ace on Agasote Trolley base...Ster.-Meaker 

ROOF waive venscesestes plain arch Trucks.........Brill 27-GE-1 

Underframe....... cOmpositew Varnish: 2c... de: Murphy 

HARES pistes cies Mid vValemsWientilators, ey. seen.e. Brill 

ISS EPI NSE) oc Shon acdn ys OF iB rile els temracias accent: Midvale 
Cables ees es er Westinghouse 


TRADE NOTES 


National Tube Company, Pittsburgh, Pa., has opened a 
district office in Boston, Mass. 

Corliss Carbon Company, Bradford, Pa., has opened a 
branch office at Cincinnati, Ohio, in the First National 
Bank Building. John M. Dexter is the local manager. 

Peter Smith Heater Company, Detroit, Mich., has re- 
ceived an order from the Trenton, Bristol & Philadelphia 
Street Railway, Bristol, Pa., for seven ventilating hot-air 
heaters for use on its cars. 


Hodgart & Company, Chicago, Ill., have been incorpo- 
rated in Illinois to manufacture and deal in railway supplies 
and equipment. The incorporators are M. S. Hodgart, E. 
W.. Sturtevant and E. M. Conrad. Capital stock, $15,000. 

Osgood Bradley Car Company, Worcester, Mass., will 
erect a large addition to its plant, which will be devoted 
to the manufacture of steel passenger cars. The structure 
will be of steel, 150 ft. x 280 ft., one story and 4o ft. in 
height. 

American Steel Cross Arm Company, Pittsburgh, Pa., 
has been chartered in Dover, Del., to manufacture cross- 
arms to be used in electric railway and telegraph service. 
The incorporators are H. D. McCutcheon and W. H. 
Anchor, Pittsburgh, and Clifford Mannering, Wilmington, 
Del. The company is capitalized at $300,000. 
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Ralph U. Fitting, formerly with the engineering depart- 
ment of the Electric Bond & Share Company, New York, 
N. Y., for four and a half years, has been engaged by Harris, 
Forbes & Company, New York, as engineer. At the time 
of his resignation from the Electric Bond & Share Com- 
pany Mr. Fitting was assistant chief engineer and had 
charge of all gas construction work done by the company. 


Cambria Steel Company, Johnstown, Pa., has leased a 
large suite on the eighteenth floor of the Oliver Building, 
Pittsburgh, in which will be installed the traffic and pur- 
chasing departments, which are to be removed from Johns- 
town to Pittsburgh. The offices of W. H. Donner, presi- 
dent of the company, will be removed from the Frick 
Building to the new location in the Oliver Building. 

Strauss Bascule Bridge Company, Chicago, IIl., has ap- 
pointed J. T. Dickerson, formerly Eastern representative 
of the company, contracting engineer, with headquarters 
at the Chicago office. J. I. Vincent has been appointed 
Eastern representative, with headquarters at 30 Church 
Street, New York, and P. L. Kaufman, who has been 
located at the Chicago office, will return to the Pacific 
Coast, establishing headquarters at Seattle. Mr. Vincent 
has been connected with the Scherzer Rolling Lift Bridge 
Company for nine years as its Eastern representative. 


ADVERTISING LITERATURE 


Indianapolis Brass Company, Indianapolis, Ind., has is- 
sued a circular which calls attention to the 1. B. C. trolley 
frog. 

W. R. Garton Company, Chicago, IIl., has issued a twelve- 
page booklet which describes and illustrates Steel City 
outlet boxes. A price list is included in the catalog. 


Railway Track-Work Company, Philadelphia, Pa., has 
published a booklet which contains full instructions for 
operating the reciprocating track grinder manufactured by 
the company. 


Platt Iron Works Company, Dayton, Ohio, has issued a 
fifty-six-page catalog which fully describes and illustrates 
the various types of Platt centrifugal pumps manufactured 
by the company. Numerous characteristic curves, diagrams 
and tables are included in the catalog. 


American Engineering Company, Philadelphia, Pa, has 
issued a forty-eight-page booklet concerning the operation 
of Taylor stokers entitled “Facts.” It contains about 
twenty reports of tests made on boilers equipped with Tay- 
lor gravity underfeed stokers. Curves and data tables ac- 
company the reports. 


Dodge Manufacturing Company, Mishawaka, Ind., has 
issued a forty-eight-page catalog descriptive of Eureka 
water softening and purifying apparatus for steam plants 
and industrial purposes. The publication contains many 
data on the value of soft water and the cost of producing 
it. A goodly number of installations of this type of appa- 
ratus are illustrated. 


National Carbon Company, Cleveland, Ohio, has recently 
published a booklet entitled “Columbia Track vs. Gravity 
Batteries,” which will be of interest to all signal engineers. 
It contains data and results, with curves, of six or seven 
months’ competitive tests between the company’s track bat- 
teries and gravity cells. The test was run on the ‘ines of 
the Lake Shore & Michigan Southern Railway. 


De Laval Steam Turbine Company, Trenton, N. J., has 
issued a forty-eight-page booklet on class C turbines, a 
velocity stage type of De Laval steam turbine with a single 
pressure stage, built in sizes up to 600 hp, suitable for — 
direct connection to centrifugal pumps and blowers and 
small a.c. and d.c. generators, etc. With the intermediation | 

of gears, the turbine may be adapted to drive slow ante 
aan speed machinery, also for use with rope or belt — 

Tives 
suitability of different types of turbines for the several — 
services involved; the speed problem as bearing upon th 
type of turbine to be selected; methods of velocity stagin 
for small turbines, such as the use of multiple tows me) 
buckets with intervening guide vanes, or retur 
steam jets upon the original row of buckets, and 
considerations, such as renewability, governing, 
form and material of buckets to resist bac 
access to internal parts, etc. 


The pamphlet outlines the factors affecting — the on 
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Convertible Car Converts Keep Coming 


The growing attention to public sentiment and public comfort, has produced a 
growing interest in Brill Convertible Cars. Managers have long recognized 
that the Brill type of Convertible Car is emphatically the car which best meets 
the requirements of city service where open cars, with or without running- 
boards, are wanted in summer, closed cars in winter and a mixed service be- 
tween seasons. The ease with which the Brill Convertible may be transformed 
permits varying the proportion of open and closed cars from day to day as 
weather conditions change, thus showing a proper regard for public comfort— 
a regard which has been shown to pay handsome dividends. The earning 
capacity of the Brill Convertible Car is high—it gets traffic during the hours 
when customers do not have to ride but will ride if the proper inducements are 
offered. Railway managers who are using Brill Convertibles recommend it as 
 ——_ a thoroughly practical solution of the problem of how always to secure the 
+3 largest volume of traffic. Have you a copy of the Brill Convertible Car Book ? 


e “mae. G. BRILL COMPANY JOHNSTEPHENSON COMPANY WASON MANUFACTURING CO. 
Pi oe Deciiizabeteeitee sco) sees. Nelo cSpringnéld wate bev oda tn Mass. 


ICANCARCOMPANY G. C. KUHLMAN COMPANY COMPAGNIE J. G. BRILL 
is, Clevelande te eons ao. sec3 OWI absence n France 
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Fully Ventilated 


The Greatest Advance In Railway Motor Design 


since the introduction of commutating poles. 
The Ventilated Railway Motor 


brought out by the General Electric Company over a year ago and since 
generally adopted by the large roads as standard, has proven 


(1) Ability to perform 25% more work per pound of weight, when 
operated fully ventilated. 


(2) Inherent characteristics which produce long life—such as uniform 
heat distribution, fully protected windings, perfect commutation, etc. 


(3) Ability to save in repair and inspection costs because every min- 
ute detail of construction which may affect repair or inspection charges 
has been studied with the greatest care. 


Examine your repair costs and your equipment weights, and then 
examine these motors. 


General Electric Company 


Atlanta, Ga. Chicago, Ill. Largest Electrical Manufacturer in the World Nashville, Tenn Salt Lake City, Utah 
Baltimore, Md. Cincinnati, Ohio e » beset) 
Birmingham, Ala. Cleveland, Ohio General Office: Schenectady, N. Y, ow aay eat ea pl ae rr Cal. 


Boise, Idaho Columbus, Ohio ADDRESS NEAREST 
>S¢ OFFICE New York, N. Y. Schenectady, N. Y. 
Boston, Mass. Davenport, lowa ———————— Philadelphia, Pa. Seattle, Wash. 


Buffalo, N. Y. Dayton, Ohio . 

Butte, Mont, | Denver, Colo... Bansas City, Mo. Louisville, Ky. Portland’ Ore. Springicld, Mass. 
arleston, W. Va. 4 y ice o eokuk, Iowa M io ae F 

Charlotte, N. C. Erie, Pa. Agent) Knoxville, Tenn. emphis, Tenn. Providence, R. I. Syracuse N.Y. 


A ; Mil i i 
Chattanooga, Tenn. Indianapolis, Ind. Los Angeles, Ca). Minneapolis, Mian. Rociaens N° ¥. pines, Sao Ohio 


For Texas and Oklahoma business refer to General Electric Company of Texas,—Dallas ea 
For Canadian business refer to Canadien General Electric Cronpenge hal Bo eae eA tae amie 9 ‘ 
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